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Automatic Freight Train Brakes. 


The Western Railway Club held its regular_monthly meet- 
inz Nov. 18, 17 members being present, President C. F. 
Pierce in the chair. 

After action tending to broaden the requirements of mem- 
bership, and the declaration of a letter ballot favoring a 
change to evemmng sessions by 27 votes to 13, the discussion 
on automatic brakes for freight cars was continued. 

A letter from G, W. Cushing, Superintendent of Motive 
Power of the Northern Pacific Railroad, wasread as follows: 

‘* As to automatic brakes, I have very decided views, and 
do not hesitate to express a preference for them on all cars 
- = all trains; and for the Westinghouse system as a 
whole. 

‘‘T did have doubts about the automatic system as applied 
to freight trains until a trialof « freight train fitted with 
them was had, under my charge, on the Veta “fountain (211 
ft. grade) of the Denver & Rio Grande h“ilway during 
1881. I then became convinced, and in actual practice since 
on this line have seen nothing to change my opinion. 

** There are objections which may be urged against any 
brake when used only on a part ofa train, but these objections 
apply to all systems, even to the band brake. 

** Perhaps very much of the credit now given to bad con- 
struction and poor materials in cars would be placed to bad 
se if bottom facts were reached by transportation 
0 ‘1ais, 

** Tam satisfied that more than one-half the difficulty is 


due to braking on a part of the train only, and the only safety oy 


is to equip all carsas rapidly as may be with automatic 
brakes, and to make up through trains with these only.” 

Secretary FORSYTHE said: The literature on this subject 
has been accumulating rapidly during the last mouth. The 
first complete and careful report on train brakes was made 
by the Committee of the Master Car-Builders’ Association 
this year, and was followed by a circular of that committee 
which has brought out within the last month a good deal of 
discussion, and added valuable information as to how brake 
tests should be made. At the June meeting of the American 
Society of Civil Engineers, Mr. W. P. Shinn presented an 
elaborate report on car brakes for freight trains, in which he 
takes up the report of the Car-Builders’ Committee. With- 
out discussing all the brakes they mention, he selects the only 
two which have been applied on a large number of cars, the 
Westinghouse (35,000 cars) and the American (3,000 cars). 
This report is decidedly favorable to the American brake, 
and the points mentioned in favor of it are : 

First cost. It gives for the Westinghouse system the cost of 
equipping per engine at $500 and per car at $56.50; for the 
American system, $225 per engine and $28 per car. The cost 
per year, including interest and maintenance, is, for the 
Westinghouse, $3.40 for interest and $2,27 for maintenance, 
making a total of $5.67; and for the American, interest, 
$1.70, maintenance, 50 cents, total, $2.20. This indicates 
that the American brake costs for equipping about one-half 
as much asthe Westinghouse, and a ttle less than one-half 
for maintenance. The cost of maintaining a Westinghouse 
driver brake is not reported. The American brake 
guarantee to maintain their steam driver brake for $10 
a year, and their car brake, for both trucks, for 
not over $2. On our road the cost of maintaining a 
Westinghouse brake during the past year has been about 
$2.50 per freight car, and comparative tests seem to indicate 
that it keeps in good order very well. In two points advan- 
tage may be claimed for the Westinghouse over the Ameri- 
can brake : Ist, It applies the brake when the train is broken 
in two: 2d, It may be applied from the caboose. It is a ques- 
tion whether these advantages are not worth the extra cost 
of the Westinghouse, which has cost us, interest and mainte- 
nance, only $5.67 per year. 

Mr. Shinn claims an advantage for the American brake, 
which is hardly a direct advantage to the individual roads; that 
it acts at all times, on foreign roads as well as at home, when 
the car crowds against the engine. It is thus wearing itself 
out doing braking for other people without any return, while 
the Westinghouse brake until it comes into general use is in 
operation only on its own road. 

Mr. Shinn also claims that a good freight brake should be a 
detached brake, because of the mixture of cars, but air- 
brakes can be made effective in a mixed train by shifting to 
the front all cars having power brakes, at some little addi. 
tional cost for switching. 

Mr. WESTINGHOUSE said that their brake alone had shown 
by adequate experience what it would do, They had assumed 
in starting freight brakes that certain ends are necessary, 
the first of which is an adequate efficiency available at all 
times and substantially uniform; and secondly, that the 
action of the brake should be automatic in case of any fail- 
ure of any part of the brake. Their equipment now extends 
to between 35,000 or 40,000 freight cars and 10,000 or 
15,000 passenger cars, and they awaited equal experience 
with some other brake before modifying their views. 

The following letter from A. Gartner, Assistant Engineer of 
the Savannah, Florida & Western Railway, was read : 

‘* Your meeting of July 15 discussed the application of the 
* Westinghouse air brake’ on passenger trains, with all the 
faults of this system, as sliding of wheels, dust and water in 
the complicated valves, freezing in winter, losing of the com- 
pression air by careless handling of the engineer’s valve, the 
sticking and slow releasing of the applied brakes—in short, 
all difficulties arising from the use of the, at present, best 
brake systems. 

‘* Having the same or similar difficulties in working the 
brakes on our passenger trains, we devised several remedies, 
viz.: A spring on the handle of the engineer’s valve, so as 
to set the handle automatically to position 2 (rest), prevent- 
ing the loss of air in case of train-parting or other causes 
(patented by Howe & Gartner), also release valves to over- 
come the sticking of the brakes (still under test). Also, im- 
provements in the triple valve were tried, but not yet satis- 
factorily. 

‘* The ‘ Carpenter system’ of air brakes, used on the Con- 
tinent, is almost identically the same as the Westinghouse 
system, but having all the improvements ht for by us 
for the last year, and, after consulting the Chief Engineer 
and Master Mechanic, it was thought worth while to try a 
system which promised so much and did away with many 
complications of the Westinghouse brake. 

‘**T have been corresponding with the inventor of the sys- 
tem and found that it never has been tried in this country 
but is adopted as astandard by the German Government, 
and is applied to many thousand cars and engines and is giv- 
ing entire satisfaction. You will find that this system offers 
all advantages of the Westinghouse brake, can be coupled to 
the Westinghouse system and operated in connection with 
any part of that system and does away w'th costly and com- 

licated valves, etc., is self-adjusting and sets the brake- 
locks nearer to the wheel when worn ; possible regu- 





lating the pressure for applying the brakes ; gives no dan- | draw head, as compared to coupling two ordinary draw- 
ger of dust or freezing interfering with the proper working : heads together. 


no auxiliary reservoir and triple valve ; a cheap and easy- 
working engineer’s valve. All these points will recommend 
the Carpenter Air Brake for use on freight and passenger 
trains. Mr. J. F. Carpenter has a patent on his system in 
the United States, and will be glad to have his system 
tested.” 


Mr WESTINGHOUSE said that Mr. Carpenter was an em- 
ployé of their company abroad, who felt aggrieved at some 
action, and made the best he could of their apparatus over 
there. It is not patentable in this country, and is not avail- 
able for use. 

Mr. VerBRYCK, referring to Mr. Shinn’s paper, said he 
asserts that tae American brake has been on the St. Louis & 
San Francisco road for some time, with good success, and at 
small expense. That may be, but I think at least haif the cars 
that come into our yard have something the matter with 
their draw rigging, and as soon as tbat happens the brake 
is inoperative. 

Mr. Sninn speaks of seeing a Pennsylvania train with only 
one P2nnsylvania car in the whole train, and of course, un- 
less the Westinghouse brake is coupled up, it is of no use. 
Mr. Shinn also states that only about 5 per cent. of the acci- 
dents that happen are from trains breaking intwo. He takes 
his figures from the kailroad Gazette, but I am very certain 
that not one-quarter of such accidents are ever reported. 
They come together and injure one or two cars a little, and 
nothing is heard of it. Iam skeptical as to buffer brakes, 
but there may be something in the claim that the brake ap- 
plies on all the train by the engine shunting off, so that it is 
easier on the draw gear. 

Secretary ForsytTa: That last point that you refer to I 
think would be a decided disadvantage, because if the brakes 
are applied on a slight down grade the resistance of the train 
is increased that much, and your consumption of coal is in- 
creased by pulling a train with the brakes applied very often 
when they were not necessary. You want to store up the 

wer going down grade to carry you up grade, unless there 
is a stop in the hollow. 

Mr. WESTINGHOUSE : As to operating long trains, we can 
operate successfully on 50 cars. and probably any length of 
train so far as the automatic action is concerned. On more 
than 50 it would be difficult to apply the brakes lightly and 
remove them for every slight slow-up or -_—- thet is neces- 
sary in the ordinary running of a train. But by anappliance 
that we have you can use as much of the train as you wish 
for this ordinary service, while the whole train is at all times 
ready for automatic action in case of breaking in two, or 
anything of that kind. We have recently put in operation a 
valve for use on the engine, which is of great aid in operating 
long trains successfully. I cannot speak specifically as to 
lengths of trains the brake is now used upon ; I think any- 
where from 15 to 30 cars. I know of none longer. 

Mr. Stncuiarr : At Omaha, recently, where they are run- 
ning very long trains with air brakes, i — that at first 
they put on passenger engineers, accustomed to passenger 
work , but those men did not do well. They handled the 
brake as they did on passenger trains, putting it on too 
quickly. With practice, a long train of 30 cars will stop at 
water stations without the least difficulty. They are running 
trains from Omaha to Denver in 28 hours, and make pas:en- 
ger time if necessary. 

Mr. CookE: We have no trouble in getting our West- 
inghouse brakes on tight enough, but we do have some trouble 
in getting them off. They make a quick stop, but we have 
to wait too long for the brakes to let go. They use up con- 
siderable fuel and power, and take a heavy engine to do the 
work that a lighter one would do if we could get them off 
more quickly. 

The subject of the ‘* Best Material for Journal Bearings” 
was then discussed, report of which we postpone. 








Master Car-Builders’ Association. 


The Secretary, Mr. M. N. Forney, has issued the following 
circular by direction of the Exccutive Committee : 
TESTS OF AUTOMATIC CAR COUPLERS. 

The Executive Committee of the Master Car-Builders’ As- 
sociation held a public trial of Automatic Car Couplers at 
Buffalo last September, and they selected twelve of the 
number submitted to be put in service, to the extent of ten 
ears each, during the coming winter. A sub-committee was 
then appointed to arrange the details of these trials in ser- 
vice, and this committee is now perfecting arrangements to 
have ten line cars, which pass over trunk lines, equipped 
with each of the twelve couplers selected, and they hope to 
have them all in service by Dec. 1. 

Each car equipped with these trial couplers will have the 
following stenciled plainly on each side of the car near one 
end : 





oe eS Serr y coupler.” 


(the name of the coupler on each car being used in 
the space here left blank), and when the couplers are 
all in service an additional list will be issued, giving 
specifically the numbering and lettering on each car 
equipped with each cooupler. In the ‘meantime the sten- 
ciling placed upon the cars will serve to identify them. 
It is desired that these a {be —~ 9 up and remain 
in active service until May 1, 1886, and a full and detailed 
report of the cost of all repairs. as well as of the working, 
or the failure to work safely, of these couplers will be looked 
for from all members of the Association who are connected 
with any railroads over which any of these couplers may 
pass up to that date. 

Members of the Association are earnestly requested to see 
that all car inspectors and foremen of repair shops, as well 
as trainmen, on the lines with which they are connected, 
have proper instructions in this matter, and that reports 
should be made at such a date as will enable members to for- 
ward their reports to the Secretary in New York not later 
than May 10, 1886. 

By placing the couplers for trial on line cars, it is thought 
that reports may be had from the same source on a number 
of different couplers, and in order to make the style of such 
report more uniform and easy for tabulation, we give the 
points which it is especially desired to have information upon 
while the cars are on your line. 

1. The nature and cost of repairs to couplers on each car 
receiving such repairs, by car number and name of coup- 


— 


er. 

2. State whether there has been any failure of any coup- 
ler to couple automatically with its own kind, specifying 
what couplers have so failed and in how many instances and 
the cause. 

3. State whether any of the couplers have automatically 
uncoupled when in service on your line, specifying what 
couplers have so behaved, with the number of such occur- 
rences for each coupler, and with cause and circumstances. 

4. Give opinion of trainmen as to the comparative safety 
in coupling and uncoupling each style of coupler which has 
— over your line when coupled with one of its own 

ind. 

5. Give opivion of your trainmen as to the compara- 
tive safety or danger involved in coupling each of the 
couplers which have passed over your line with the ordinary 


| 
| 








6. Give any further information of importance on points 
not included in the foregoing, which may have been noticed 
with regard to any of the couplers which have passed over 
your line. 








a: Gontributions. 


The Operating Department and Management of a 
Railroad. 
I. 


While many very valuable works have been published 
within the last few years on various railroad subjects, no one 
appears to have cared to take up the subject of organization 
and management ; and while I am free to admit that there 
are many good reasons why it is an admirable one to let 
alone, there are some points about the organization of an 
operating department which Iam convinced should be dis- 
cussed for the common good of all. 

These letters will refer only to that part of the organiza- 
tion which naturally belongs to the General Superintendents, 
supposing that there is a Vice-President or General Manager, 
and that the General Superintendent forms part of that officer's 
staff, along with the General Passenger Agent, General 
Freight Agent, Auditor, Attorney, etc., etc. ;—in short, that 
the General Superintendent is an officer in charge of transpor- 
tation, roadway and motive power departments, which I 
believe is generally considered to be the duties of that officer 
in this day of general managers, more especially on our trunk 
lines. 

The first trouble of any magnitude that I have discovered, 
and it is not an uncommon one, comes between the General 
Superintendent and the Superintendent of Motive Power. 
The next is a general one. between the Superintendent 
of Motive Power, Chief Engineer, Superintendent of 
Transportation, and the division superintendents. These 
sometimes lead to troubles between the division superin- 
tendents and his staff, the Roadmaster, Master Mechanics, 
Master Car-Builder and Train Master. As far as can be 
seen, this is the out-growth of the tremendously large sys 
tems of roads now being run under one management, which 
I suppose was also the cause or the creation of the position 
of General Manager, though of course it cannot be said that 
large and important roads are the only ones that can boast of 
such av officer. 

The word superintendent has a strong meaning, and should 
not be used except when the power implied is fully intended 
to go with it. The moment the motive power department 
made the discovery that there existed an officer between the 
General Superintendent and any kind of a President, the 
Superintendent of that department elected himself an officer 
on the General Manager’s staff, on a par with the General 
Superintendent, and has been in a continual struggle to 
maintain his position ever since, causing endless trouble to 
the transport..tion department and keeping things at a boil 
ing point all round, from the pumping station to the General 
Superintendent’s office. The Chief Engineer and the Super- 
intendent of Transportation have been a little more discreet 
and humble; they have confined themselves to bossing 
the Division Superintendent and making his life a bur- 
den to him, one trying to get the roadway department 
and the other the transportation out of his hands—only 
leaving the Division Superintendent the mustakes and 
blunders to be held accountable for ; while, in fact, they 
cause many by trying to handle details they know little of, 
not being on the ground nor fully appreciating the local 
matters governing almost every case. All this can be 
obviated by calling things by their right names and keeping 
officers in their proper positions. We have good authority 
for the fact that a man cannot serve two masters, and every 
railroad man will agree with me upon this one point at 
least : two officers of equal rank cannot run the same depart- 
ment with profit to the company c= any degree of comfort to 
themselves. 

The General Superintendent should have full and undivided 
control and management of all departments mentioned, The 
roads for convenience and proper management are divided 
into divisions, and a person is put in charge of each division. 
This person has control and is held responsible for the good 
management of that part of the road. He is therefore the 
‘* Superintendent,” and is known as such. In addition to this 
he is generally authorized to use the full power of the Gen- 
eral Superintendent when necessary over the portion of the 
road in his charge. It resolves itself into this: there are two 
classes of superintendents, a General and a Division Superin- 
tendent. Any others must necessarily conflict with the au. 
thority of either one or the other, and sometimes both, in 
some way; therefore they should not exist. 

It would be almost impossible for one man to manage these 
departments of one of our extensive roads alone, and he 
must necessarily have somea ssistance, This should be given 
him under the following heads, as staff officers only. A Chief 
Engineer, a Mechanical Engineer, in place of a Superintend- 
ent of Motive Power, and a Master of Transportation, in place 
of a Superintendent of the latter. These officers should be 
assistants to the General Superintendent and not heads of de- 
partments, the dis ision superintendents being the heads of all 
departments on their respective divisions. All the wishes and 
instructions of the staff officers as to the management of the 
roadway, shops and power. or train service—distribution of 
cars etc., etc., should be sent direct to the Division Superinten- 
dent, either in the name of the General Superintendent or their 
own—it makes |ittle difference which. This arrangement, how- 
ever, would ena le the Division Superintendent to control his 
own division and prevent troubles arising as to authority— 
first, between the General Superintendent and his staff; sec- 
ondly, between the Division Superintendent and his staff, As 
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an instance of the difficulties caused by the present system in 
vogue on many roads, the writer will cite one of many cases 
that have come to his notice. A Division Superintendent 
needed an extra switch engine at a certain point. He in- 
structed his Master Mechanic to have one ready to send 
there at a given hour, knowing that there were two or three 
of these engines at the shop not in service. The answer 
came back from him apologizing, and saying that he 
was sorry, but the Superintendent of Motive Power had 


instructed him to furnish no more switch engines, 
under any circumstances, without first getting per- 
mission from him. The General Superintendent was 
then appealed to by the Division Superintendent, 


fof help. The answer came from that officer that he was 
sorry also, but could give no assistance, as the Superintendent 
of Motive Power was away inspecting cars, and would not 
return for some days. This toa man who had a large unex- 
pected rush of freight at a terminal point from a foreign 
road was not agreeable. The only way out of the trouble 
was to take a freight engine off her regular run, and then 
instruct the Master Mechanic to furnish a freight engine to 





replace her. This could be done, as he had no orders against 
furnishing that class of engines. This Superintendent of | 
Motive Power had worked himself into the General Man- | 
ager’s staff, and also had control of the Master Mechanics on | 
the shop side of the turn-table. Consequently neither the | 
General nor the Division Superintendent could do the neces. 
sary work of the road, excepting in a very roundabout way, | 
which might not have been possible had there been a short- | 
age of freight or passenger engines. 

If the General Superintendent is not a competent person to 
have control of his motive power, he should be relieved and | 
some one who is appointed in his stead. The same rule should | 
apply to the division superintendents. Place these officers as 
suggested, and many such ridiculous troubles and expenses 
will be removed. The accounts and reports of the motive 
power department can be managed by a Mechanical Engineer 
as readily as by a Superintendent of Motive Power, and 
with as much truth as to inspection and correctness, or by 
the division superintendents. They can [also besent to any 
designated office or officer. 

The same line of argument applies to each of the other offi- 
cer. The Chief Engineer or Engineer of Maintenance of Way, 
which ever he may be called, should have no direct manage- 
ment or control of the roadway department. Experiments in 
thisline have so far proved sad failures for the same reasons ; 
and attempts to separate parts of the transportation depart- 
ment have met a like fate. The Division Superintendent 
by. the above arrangement would thereby be left in fuK con- 
trol of the property intrusted to hiscare. This would also 
bring the General and Division Superintendents into closer 
intercourse in regard to every detail, which will be admitted 
by all to be very desirable, and also keep up the most inti- 
mate relationship between the Division Superintendent and 
his staff, in place o dividing them. SUPERINTENDENT. 











Pennsylvania Railroad Standard Spike. 


The standards illustrated, for crossing spike, head-block 
spike and ordinary track spike, were approved April 1, 1885, 
and are now in force on the Pennsylvania Railroad. Spikes 
are a simple appliance, yet if many of the forms on the mar- 
ket be compared with these drawings they will be found to 
differ unfavorably from the forms here shown, as noticeably 
in the form of the point,’the thickening of the shank } in. im- 
mediately under the head, for the double purpose of insuring 
better contact with the rail and providing more material for 
wear, the length, which is sometimes only 514 in. over all 
and the shape of the head generally. The extra long head 
block spike is a missing and needed feature on many lines. 











Standard Turnouts and Crossings, Pennsylvania 
Railroad. 


The standards illustrated were approved April 1, 1883, 
and are those now in force on the line. It will be observed 
that only No. 8 and No. 10 frogs are used, all 15 ft. long, 








and all spring frogs except for three-throw switches, The 
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STANDARD AXLE BOX, 


Wharton switch is used for cross-overs and split switches 
for simple turn-outs, a stub switch being used only for three- 
throw switches which do not easily admit of anything else. 
We understand, however, that three-throw switches are used 
but rarely. 

The lead is precisely what the usual rule, No. of frog x 
twice gauge, requires, being 95 ft. for No. 10 frog and 78 
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Standard Spikes, Pennsylvania: Railroad. 











FRONT VIEW. 


ft. (4.75 x 2 x 8) for No. 8 frog. The lead of the three-throw 
switch, however, is 1 ft. longer than this, for what reason 
does not appear. The distance from main frog to crotch 
frog also differs from the usual rule of 3-tenths of lead by 1 








,{2 aches, 


SAXON STATE RAILROADS, 


ft., being 22 ft. instead of 23.4 ft., which this rule would re- 
quire. 

The space between track centres is 12.5 feet, instead of 
the more usual 13 ft., and long ties are used substantially 
in accordance with the usual custom. 








Feriodical Oiling of Cars in Saxony. 


The drawings which we give herewith of the Saxon State 
Railroad standard axle boxes, and the regulations for this 
system for oiling, form an interesting supplement to Herr 
Grossmann’s views on oiling, recently publisbed. 

Attention is called to the care taken in these boxes to avoid 
grit or dust. Although made in two parts, these parts, ow- 
ing to the admirable character of the castings, which are 
machine molded from brass models, without after planing, 
fit together dust-proof. They are provided with a dust- 
guard eitber of papier maché or of wood, with an inlaid 
felt ring. 

There are two oil reservoirs, as will be seen, the oil inlets of 
which are not only small and provided with tight-fitting 
caps, but also, in the lower reservoir, the oiler is inclosed in 
an exterior perforated reservoir, allowing dirt to settle into 
the bottom of the box outside, and effectually excluding the 
oiling wick from contact with it, while in the upper reservoir 
the oiling hole is plugged with wicking in such a way as to 
exclude all dust. 

As the lower oiling cushion is held against the journal by a 
spring, the oil is laid on steadily and uniformly from both 
above and below, and by the device of a thin slot or chamber 
in the lower part of the bearing the oil is in a measure 
forced into the bearing surface. The oiling cushion is made 
of a kind of plush of wool and cotton, with a short nap above 
and a long one below, the latter serving as a wick to draw up 
the oil, and the former distributing the oil upon the journal. 

The effective area of the latter, after deducting oil cham- 
bers, is 17.56 square inches for double capacity car, against 
21.94 square inches of the American M. C. B. standard (in 
both cases effective horizontal section). The maximum 
weights per bearing are respectively 11,025 and 6,580 Ibs., 
giving pressures per square inch of 628 lbs. for German 
cars (Grossmann gives 560 as an ordinary pressure) and 300 
lbs. for American cars. 

The bearings in these boxes are cast into the box by means 
of the port at the top, the box being set over an iron core 
which shapes the bearing surface of the casting. The lutter 
surface is afterward ground to the true form by a special 
machine. 

To change out a worn bearing it is broken out of the box 
and a new one cast in—a mode of operating which seems a 
pretty good guarantee that a bad hot box is a very rare 
occurrence, 

That this is so is borne out by the assurances of the Saxon 
railroad officials that a hot box is almost unknown with 
them, and by the writer’s experience in a stay of a year and 
a half in Germany, with frequent journeys over all parts of 
it, in which he never saw or heard of one, while in his first 
journey on his return three cars in the trains used had them 
at different times, and one caused a serious delay. 

Unequal wear in the bearing is provided against by making 
ita careful fit to begin with, and allowing the box to have a 
little play in the pedestal jaws to take up the axle vibrations: 

Apropos of the advantage of tight boxes and of the in- 
completeness of our appliances in this respect, the writer had 
an opportunity lately of riding for some minutes slowly past 
a Pennsylvania Railroad passenger train running about 30 
miles per hour. 

At this speed almost every box cover showed oil at the 
joint, and in atleast one quarter of them the cover was 
jumping off the seat anywhere from \j in. to 1 in. with the 
shaking of the truck. These box-covers were flaps with 
springs. 

If the results of cool running can be attained by the Ger- 
man methods of oiling, with their greater pressures per 
square inch, it is evident that it is a mistake for us to at- 
tempt aremedy by increasing the size of journals. This is 
particularly true of increasing the diameter, whereevery in- 





crease is so much lever arm added to the frictional resistance. 
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The New Tay Bridge. 

The tremendous catastrophe of Dec. 28, 
1879, in which thirteen main spans of the 
Tay bridge fell from the combined effect of a 
high wind, the weight of a train and inher- 
ently bad design and construction is still 
well remembered, and lends a certain interest 
to the structure erected in addition to that 
which it has in itself. The primary error in 
the original structure was one of the most 
astonishing ones in the history of engineering, 
the use of hexagonal iron piers without cross- 
bracing, and this was supplemented by other 
minor defects. In the new structure, very 
naturally, these defects have been avoided, f 
and solidity has been a first consideration. f : - " 
It has been constructed with piers precisely 
opposite to and only 60 ft. distant from the 
piers of the original structure, which was 
illustrated in the Railroad Gazette of Jan. 
16, 1880. Fig. 1, therefore, is, so far as 
spans are concerned, a sketch of the old as 
well as new bridge, and the 13 large spans, 
of 230 ft., are the ones which fell. The old 
bridge, however, had skeleton towers in place 
of the solid construction shown in the cross- 
sections of Fig. 1, and the trusses were like- 
wise different. The total length of the struc- 
ture is 10,800 ft., or about two miles, and the 
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FIG, 6.—THE TAY BRIDGE MANNER OF SINKING CYLINDERS. 
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fifth of the spans erected. The most interesting feature | lowering the legs great use is made of the tide. Four of 


of the work is the method of sinking the cylinders, shown | these pontoons have been used for sinking the cylinders. 
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P rT rails are 83 ft. above high water at the south- in fig. 6, devised by Messrs. Arrol, the contractors. This | The girders and flooring for each of the 13 large spans are 
a ernend and 25 ft. at the northern (right-| consists of a rectangular pontoon, having at each of its| being built entire on a staging at ape _ “ i via- 
i 5 re being lig’ >j corners vertical wrought-iron tubular legs, which can | duct, and arrangements are being made by which the span 
B, ge ne Sa eee be raised or lowered | hydraulically. Whew these are complete, with eosin will be floated out to position in oe 
eet) ‘the 18 main spans are 245 ft, except lowered to the bed of the river the pontoon can be | viaduct and placed on the cylinders; they wiil then be raised 
i al) two of 227 ft. There are also 13 spans of | hydraulically to their proper height, the wrought-iron shafts 
K 145 ft., 21 spans of 129 ft., 24 spans of 71 | of the piers being built up at the same time. 
Sa ft., with three of irregular lengths. The The details here given are from a paper by Mr. C. Barlow, 
By <a whole number of spans, including the ap- M. Inst. C. E., before the British Association. 
x al proaches, is 85. 








The use of so great a number of spans with 
foundations of such considerable depth and 
i cost and with piers of so great height would 
seem to be extravagantly uneconomical, and 
\ froin this point of view to be, therefore, as 
littie creditable to British engineering skill as 
was the inherent weakness of the first struc- 
ture. Weare unable to give the exact scale 
of the drawings, as none was given in The 


Caroiling Regulations of the Saxon State Railroad. 





The management of the Saxon State Railroads has issued 
the following *‘ Instruction concerning the periodical lubri- 
cation of cars.” 

§ 1. Preliminary.—The periodical lubrication of the axle- 
boxes of the cars consists in the complete filling of the axle- 


box with the lubricating material at certain fixed inter- 
vals of time. 




















\ $ 2. Description of the axle box and the Amount of the Lu- 
ee os Engineer, to which we are indebted for our bricator.—The axle boxes of all our own cars are suited 
i } © engravings, but approximate estimates from for periodical lubrication, and so arranged that the lubri- 
© particular dimensions given show (as docs also cating material is conducted to the journal either both from 
eau a =P Rae ee {enim ses| r,s above and below, or from below alone. The lubricator 
|} co fig. 1) that for a considerable portion of the is conducted from above by means of wicking ; from below, 
\ - structure the piers are higher than the spans | a = ae a gy pad. Pe i1 hich f 
mi ‘ biked. tee Ne thi ; § 3. To fill completely an empty journal box, which pref- 
=< are long, which is cle ‘on- J joul » ¥ 
of 3 te —- ” any aagaing tes com Fig. 2.—Cross-Section at A, erably should be done when the car is inspected in the shop 
en. sistent with good design. a : for th about 700 grammes, are required for small boxes and 1,000 
he > Each of the 74 spans which constitute the | "Sed out of the water, and thus form a stage for t © | crammes for large ones. ; 
H “viaduct proper, exclusive of the 11 spans of machinery, material and men required in sinking and filling} In periodical lubrication during operation, the stock in 
H z 3 : : ; i ; , ings. withi : -r and lower reservoirs, where these are provided with 
Ae ee eee ‘ars similar | the cylinders. In the pontoons are two openings, within | the upper and lower reservoirs, where © provi : 
i the approaches, is carried on eeu similar which tho cvlindora - tel i 1 adi aes reg iti holes for oil, must be increased until they are entirely full, 
fH Y tw figs. 2 to 4, constructed with a pair of uch the cylinders are pitched and adjusted M position. « carefully avoiding any waste of material. 
el | - cylinders connected at a short distance above 5 Pes eran gpa ng — of oat in so 
: A es : cal lubrication and for the employés engaged in it.—The 
Z| high water, on which is a wrought iron struc- ica prication ¢ for the employ gag 


regular lubrication of the cars will be done at the following 


© ture of heights varying from 10 ft. to about lubricating stations: Adorf, Aue, Altenburg, Annsberz, 
w Se 70 ft., the top of which carries the girders. Bischoffswerda, Boderbach, Chemnitz [and or omg 0 mere 
a The cylinders , nda of the niara $5. At stations designated in § 4, the periodical lubrica- 
$ he cylinders of about two-thirds of the piers | tion of cars is the duty of special employés or workmen who 
SiH are constructed with a wrought-iron caisson | have been taught to do the work, chiefly of car inspectors, 
z lined with brickwork and filled with concrete | assisted when necessary, by suitable laborers on the principal 
Si. up to low-water level ; above this is a brick | days for 7 sega oe it, ——— oe _in- 
ry. shaft also filled with conerete. Those for the = also can be maae to assist In the periodical lubrica- 
wh small spans at the right, fig. 5, are of cast- ( 

= 





§ 6. The periodical lubrication of cars may be done only by 
| regular officials (Beamten) or by laborers charged with that 
|duty. They must be designated by name for every lubri- 
| cating station. 
| 
| 


iron, lined for their whole height with brick- 
f work and filled with concrete. The bases of 
the cylinders are of various diameters—10 ft. 
Li. for the piers of the smallest spans to 23 ft. for 

those of the largest-—and except in the few 
cases where rock is met with the cylinders 
are sunk to depths varying from 20 ft. to 30 
ft. below the bed of the river, so as to be safe 
from scour. Before building the upper part 
the cylinder foundations are tested with a 
weight 33 per cent. greater than the maxi- 
mum load which can come upon them. 

At 1',; ft. above high water there is a 
strong connecting piece between the pair of 
cylinders constructed with cast-iron girders, 
wrought iron ties, brick-work and concrete; 
its height is 8 ft., and width nearly equal to 
that of the cylinders. On the top of each 
cylinder and above the connecting piece rises 
an octagonal shaft of wrought iron, the base 
of which is formed of a gridiron framework 
of channel irons attached to the cylinders by 





87. Withregard to the regular periodical lubrication, the 
men taking part in it, without exception, will be under the 
|orders respectively of the foremen of round-houses and 
station agents, as well as the officers of the locomotive 
inspection office, except when in special cases it is expressly 
| ordered otherwise. 

§ 8. All our own cars which are provided with oil regis- 
ters (see § 10) are to be lubricated regularly, the passenger cars 
without exception within the first three days of each month, 
the freight cars, unless temporarily ordered otherwise, within 
the first 10 days of every other month, in such way that the 
cars with even numbers should be oiled in the even-numbered 
months, and the odd-numbered ears in the odd-numbered 
months 

3 ¥. The cars which remain standing in reserve at desig- 
nated stations are likewise to be lubricated monthly and bi- 
monthly. But cars which are set out of service for an un- 
certain time and stand on storage tracks will not be oiled 
until they are put into service again. (See $10.) After 
every oiling the journal-box cover or oil screw must be care- 
fully closed. 

§ 10. In order to show on each car that it has been pro 
erly oiled, ‘* lubricating registers” will be placed on the sill 
on each side of each car, reading as follows : 
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Fig. 3.—Cross-Section at B, Fig 
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The excavation is effected by means of steam diggers, and ag 
the digging proceeds the cylinders follow down until the 
required depth is reached. 
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When the sinking and filling are 


















Be long wrought-iron bolts. * These shafts are : es 5 | | 
‘E joined together near the top of the pier by a i 2 3 ‘ * ° : ® 9; 10/11 | 12 
E i semi-circular arch, forming at the top one —- -—- - —- -- -- -- |---| - |- | 
eel | structure sufficiently wide to carry the gird- 5 2 

Ai ers. The whole of thisstructure is constructed *Ch.'+ Ri. | | | 


of wrought iron plates, riveted together with 
channel, Tee and angle irons. 

Progress on the work has been decidedly 
slow. The act of Parliament for the under- 
taking was obtained in 1881, but the contract 
for the works was not settled until April, 
i, 1882, owing to a question raised with the 
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Fig. 4.—Section at C. Fig. 5.—Section at D. | 
} | 





completed, the supporting tubes or legs are raised from the 
bottom and the pontoon floated into position for another 
pier. There is nothing particularly novel in the device, and 
for many locations it would have no utility, but in this par- 
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* Chemnitz. + Riesa.—[{Translator. 











The figures i to 12 at the head of the columns indicate the 











: : : F , ths (1 = J y, 2 = Feb y. 3 = March, etc. 

‘ist Board of Trade concerning the ruins of the | ticular location, where a very large number of piers were to The hd ae oe nai pat a on Mica pn dal on 
‘ae rH old bridge. On Sept. 25, 1885, only 58 of | be placed in about the same depth of water, it would seem to | both sides of the car, whether in train or in shop, the num- 
ma 


be well adapted. 





the 73 piers bad been sunk, and about one- It may be mentioned that in raising or ber of the day of the month when he oils and the abbrevia- 
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tion of the name of the lubricating station (see § 11), as indi- 
cated in the above example. This entry will be made with 
red oil paint in odd-numbered years and with white in even 
numbered years. When freight cars which have been on 
storage tracks for a long time (see § 9) are oiled in months 
whose odd or even number does not correspond with the 
number of the car (see § 8), then the number of the previous 
month will be entered on the registry. The register must be 
kept always in a legible condition by the shops. 

§ 11. The names of the lubricating stations will be abbre- 
viated as follows on the oiling isters: Adorf = Ad., etc. 

§ 12. Every oiling station will keep, in addition to the nec- 
essary stencils, paint and brushes, wires for clearing the oil 
holes and heaters for melting the oil lect in the boxes in win- 
ter, and suitable keys for opening the ial locking axle 
boxes, also an oil can for each oiler and ‘Seis for oiling re- 
ports for each month, of the proper form (see § 13). 

_§13. The oiling reports serve tor registering the amount of 
oil used, as also tne numbers of the cars oiled at each lubri- 
cating period (see §8), and wi'l be filled up in accordance 
with the following example : 


Friesberg Station Consolidated Oil Report, 
Month of August, 1882. 
Cited by Miller, Car Inspector. 











= | Oil drawn. Cars on which the oil was || Fe 
S| used. || 2 ig 
> |—.—__—_ —_—_——-—__—-___||_ No. 
i A | 9 | ip| or 2 
5 = 5 | Kind and desi 5 boxes | 2 
oe ind and designa- |= ks 
a “ Z tion of car. }? |) oes. I: 
© - i 
: = I° |i 
| ee ee eee | ee ae | qe een (<== | Cesc | ome 
|Globe oil... | IY 
| On hand..... 1.5|| 187/Pass.car Saxon R.R.| 1) 
1 'Globe Oil. ...| 5 |!6,784/Frt. cardo........... 11! | 
2 | si 3 || etc | i| 
3 ia 5 | | | | 
4 : 5 
10 “ | 5 | | 
—_—|—_—_—_—————-—- | 1| 
| 26.5 
Left on hand.| 1.0 
— _—__ _—— —— 
Actually used. | 25.5 | 








$14. After oiling, the numbers of the cars oiled, with the 
date of oiling, must be entered in the oiling report book. 
The quantity of oil drawn will also be entered in the same 
book by the officer who gives out the oil. Near the end of each 
month the book will be turned over to the round-house or 
station authorities in exchange for anew one, and the officers 
receiving them will send in the books with a report in the 
following form to the accounting office of the operating de- 

rtment, by the end of the month, and receive from it the 

lank books to be given out a month later : 





| ! ! 
| 








Zz Fs | 
. 5 Total oil | No. of cars ] 
S rg .d. oiled. | 
fan ~~) | No. of axle; Remarks. 

> moog) - box s oiled. | 

5 |S & | 3 
Of the rs ri & | 
oiler. ; : | Cc | | 
: | 4 
| 
| 

Total..... 


Date and signature of the foreman : 


§15. The accounting office of the operating department will 
keep continuous accounts of the consumption of lubricating 
= at each separate station, and of the number of cars ciled 
there. 

§16. The agents at oiling stations will compare the total 
amounts shown on the consolidated oil reports with those 
consumed in other months. If there are any striking dis- 
—— the causes must be ascertained, so far as possible, 
and any abuses discovered must be remedied immediately. 

§17. Every car coming from the shops after repairs or in- 
spection must have its journals fully oiled, and the cost 
charged to the operating department ; while for cars going 
into the —_ for repairs, the operating department will be 
credited with the amount of oil found in the boxes at half its 
original value. 

§ 18. Cars of our own and foreign roads which have not 
been arranged for periodical lubrication (and which may be 
known by the absence of oiling registers on their sills), will 
for the present be oiled in the old way by the car inspectors 
(oilers). A special report of the oil consumption for this 
purpose will be made, and special rules for doing the work 
will be observed. 

Cars oiled periodically which have hot boxes, while run- 
ning will likewise be oiled by the trainmen, and if this is 
without effect, they will be set off at the next station. 

§ 19. Until further notice, Globe oil will be used for lubri- 
cating axle boxes. In every case deviating from this rule, 
the Superintendent of Motive Power will issue the neces- 
sary instructions, and in case hereafter a mixture of oils 
should come into use, these instructions shall prescribe the 
composition of the lubricant. 

§ 20. It is hereby made the special duty of car i 
to observe whether the oiling registers on each car show that 
it was oiled at the last period where it should have been oiled. 
If after the expiratien of the oiling period the registers do 
not show this, it must be taken for granted that the car bas 
not been oiled, and at the next lubricating station where the 
car stops long enough it must be oiled. 


Rules for Cleaning and Lubricating Other Parts of Cars. 


§ 21. Where there are no special regulations on the sub- 
ject, the wearing parts of the trucks of 8-wheeled cars, the 

rake spindles, the screw couplings and axle box guides and 
all other frictional parts of the cars should be lubricated at 
the oiling stations. 

§ 22. Before the parts mentioned in § 21 are oiled, they 
should be freed from all old dirt sticking to them, and thor- 
oughly cleaned, if necessary by the use of ntine. The 
brake spindles and screw couplings will be lubricated with 
a lubricant (a mixture of graphite, oil and tallow). 

ut the wearing surfaces of trucks and axle box guides in 
passenger cars will be lubricated with Globe oil. 


rs 





TECHNICAL. 


The Car Shops. 
The Wason Manufacturing Co. in Brightwood, (Spring- 
field), Mass., last week shipped 1 mail, 1 combination and 5 
passenger cars to the Jacksonville, Tampa & Key West 


Mr. Henry Roberts in Hartford, Ct., recently shipped 300 
of his woven wire car seats to India for a railroad there. 
These seats are also in use on South American railroads. 

The St. Louis Age of Steel states that the Missouri Car & 
Foundry Co. is now very busy, having received an order for 
900 freight cars for the Missouri Pacific road. The compan 
will also probably build 300 coal cars for the same road. 
The foundry is turning out about 200 car wheels a ~y A 

The North Carolina Car Co. in Raleigh, N. C., is building 
a number of flat-cars for the Raleigh & Gaston road. They 
are 34-ft. cars, intended for carrying lumber. 

The shops of the Buffalo Car Co. in Buffalo, N. Y., started 
up Dec. 1 on an order for 200 coal cars for the Buffalo, Ro- 
chester & Pittsburg road. 

The Jackson & Sharp Co., in Wilmington, Del., has just 
shipped two very elegant Woodruff Combined Cars, with 
sleeping and drawing room fg as and also buffet at- 
tachment. bie | are finished in mahogany, with hand- 
polished veneered panels, and berth fronts have silver trim- 
mings, Marks’ adjustable folding chairs, and are mounted on 
6-wheel trucks, with the 42-in. Allen paper wheel. 





Bridge Notes. 
The Smith Bridge Works in Toledo, O., have a uumber of 
contracts on hand, and the works are being run full time. 

Arrangements are being made to build works in Birming- 
ham, Ala., for the manufacture of iron bridges. _It is stated 
that several Ohio parties have agreed to put capital into the 
enterprise. 

Iron and Steel. 
The old rolling mill at Columbus, O., which has been idle 
for several years, was to start up this week, having secured 
several contracts. 

The Union Iron Mills of Carnegie Brothers & Co., in 
Pittsburgh, are busy on some heavy orders for steel rails. 

The National Tube Works, at McKeesport, Pa., have placed 
several large orders for pipe iron. One of 10,000 with the 
Oliver mill in Pittsburgh. 

Chulasky furnace in Nerthumberland County, Pa., is now 
in blast. It is leased by T. J. Miles & Co., of Danville, Pa., 
who are running it. 

The Columbia Iron & Steel Co., a new organization, has de- 
cided to build works at Uniontown, Pa., the people of that 
place having given 18 acres of ground for the works and 
taken $60,000 of stock. 

Sloss furnace in Birmingham, Ala., has now both stacks in 
bl 


ast. 
The new Williamson furnace in Birmingham, Ala., has its 
foundations completed. The blowing engines are being built 
at the Jefferson Foundry, in Birmingham. 

The Cuyahoga Rolling Mill Co., Cleveland, O., has secured 
a two-year lease, with the privilege of purchasing at a cer- 


——| tain price, of the Crucible Steel Works, in Cleveland, and 


will put the plant in operation at once. 


Manufacturing and Business. 

Mr. J. 8S. Mundy, in Newark, N. J., manufacturer of hoisting 
engines, is building a large engine for a wrecking barge now 
under construction for use in New York harbor. The burge 
will be 125 ft. long, 40 ft. wide and 12 ft. depth of hold, and 
is calculated to lift 100 tons. The engine has double cylinders 
and is of 40 H.-P., of Mr. Mundy’s patent friction compound 
geared pattern. 

The S. C. Forsaith Machine Co. in Manchester, N. 
running its works 12 hours a day to fill orders. 


The Rail Market. 


Steel Rails. -— The market has been quiet, but firm, with sev- 
eral large orders placed at 334 per ton at mill; but $34.50@ 
$35 is asked for small orders. Nearly all the mills are full 
for the present and are not anxious for increased orders and 
not likely to make concessions in price. A report is current 
that the Chicago, Burlington & Quincy Co, bas ordered a lot 
of steel rails of special quality from an English mill, but it 
lacks confirmation. 

Rail Fastenings.—Spikes are somewhat higher, being 
quoted at 2.10 cents per lb. in Pittsburgh. Track bolts are 

uoted at 2.60@2.85 cents per Ib. and splice-bars at 1.65@ 
75. 

Old Rails.—There is considerable demand for cld iron rails 
reported. The supply is somewhat short and quotations are 
$18.50@$19.50 per ton at tidewater. Old steel rails are also 
higher and are quoted at #19@$20 per ton in Pittsburgh. 
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A Virginia Blast Furnace. 
The Viryinias for October says; ‘* We give the returns of 
the operation of Low Moor Furnace, in Alleghany County, 
from Nov. 17, 1884, to Nov. 14, 1885, inclusive, a period of 
363 days of running time, or 365days from the lighting of 
the furnace for this, its third blast. The materials used 
were: Iron ore, limonite, 88,788 tons; coke, from New River 
coal, 47,671 tons; limestone, 43,779 tons, a total of 180,238 
tons. The pig iron produced was: No. 1, 15,473; No. 2, 
15,982; No. 3, 5,465; other grades, 2.029; total, 38,949 tons. 

‘*The above represents the operations of 363 days of blast; 
but about 5.5 days were lost in stoppages during this time, 
so that the povtnne running time was 357.5 days. 

‘* The averages of materials and products were : Ore used 
per ton of iron made, 2.28 tons: coke used per ton of iron 
made, 1.22: limestone used per ton of iron made, 1.12; aver- 
age daily yield in 363 days, 107.27 tons; average duily yield 
in 357.5 days, 108.61 tons. 

“Of this entire product of a year, amounting to about 
39,000 tons, only about 5,000 remain unsold. All this pig 
iron has been marketed eastward, most of it in New York 
and New England. It was carried = the Chesapeake & 
Ohio to Newport News, a distance of 272 miles, and thence 
it is distributed by water to northern ports. The uniformity 
and character of the grades of iron made at Low Moor have 
secured for it regular purchasers; some of it has been pur- 
chased for use by the manufacturers of Bessemer steel.” 


The Creamer System of meacin,, and Ventilating 
Cars. 

A Central Vermont passenger car that came down from 
St. Albans with the Montreal express Saturday, returning 
the same day, had for heating apparatus Creamer’s new hot- 
air system, an invention scarcely a year old and in use in the 
New England States as yet only on the Fitchburg road. It 
was in successful operation and had been tested by cold 
weather and a crowd of passengers at the upper end of the 
route. The system is novel for car-heating, although it has 
all the principles of a hot-air furnace. Solidly built stoves 
are placed as usual at each end of the car. These have fire- 
boxes 11 in. in diameter, are fitted with check drafts, and 
have doors that are securely fastened by springs, and an au- 
tomatic lid on top so that the fire-box would be entirel 
closed should the stove be tipped over in case of accident. 
hot-air drum of massive iron surrounds the fire-box, havin 
a'large register on one side toward the centre of the car, whic 


throws all the heat in that direction when the hot-air box is 
closed. This hot-air box of wood, about 8 by 6 in., and fur- 
nished with a radiator at every other seat, runs the length of 
the car floor close to the side. The system of warming by this 
means is mainly mechanical. The corner car window gives 
place to the outer opening of the cold-air box, which will 
present a V-shaped — in the direction in which the car 
1s going. Through this the air is forced by the motion of the 
car, either through the heating-drum or directly through the 
hot-air box, sending a current of warm air or of fresh cold 
air through the car. Automatic ventilators in the clear story 
suck out the impure air. The system is under perfect con- 
trol by valves and is easily regulated. The fire-box may be 
taken out in summer and a cooler substituted, so that a cur- 
rent of pure air cooled by contact with cold water may be 
introduced into stifling cars. Wire cloth proves an effective 
cinder guard. Andas the roof ventilators only force out the 
air from the inside, there are no inner currents. The cars 
will thus be more free from cinders and dust than with the 
ordinary plan. The system is claimed to be economical of 
coal, and is now in use on the Fitchburg, the Baltimore & 
Ohio, the New York Central, the Long Island and the Pas- 
sumpsic railroads, being put into coaches as fast as new 
heaters are necessary.—Springfield Republican, Dec. 1. 


A Locomotive’s Long Run without Repairs. 


Locomotive No. 137 on the Boston & Albany Railroad, used 
in the passenger service, has a very remarkable record. It 
came out of the shops new April 23, 1883, and on Oct. 30, 
1885, was sent in for general repairs, having in the mean- 
time—for 30 months and seven days—made daily trips. The 
average run for the 921 days was 203 miles, or an aggregate 
of 184,726 miles, During this time only 12 days were lost 
for repairs, and no repairs were made until April 27, 1884, 
when the engine had run 78,812 miles. During portions of 
the months of April and June ard the whole of the month of 
May the engine ran 400 miles every day, making (with ex- 
tra trips Sundays) 10,910 miles in May, and a total of 26,740 
miles in the three months named, or an average of §,913 
miles per month. The 12 days lost for repairs were distrib- 
uted over the pericd from April 27, 1884, to Oct. 30, 1885, 
and, in almost every instance, the repairs were of an unim- 
portant character and in the shape of renewals. 

The driving boxes of the engine were of cast iron, but have 
lately been replaced with steel. The weight of the engine is 
42 tons, its cylinders are 18 in. by 22, its driving wheels 68 
in. in diameter, and the boiler 52 in. in diameter. There are 
231 two-inch tubes, and the steam pressure is 160 pounds, — 
Boston Traveter,. 


A School of Brakes. 

The Chicago, Burlington & Quincy Co, bas what is called 
‘‘an air-brake car” in operation, and all employés are re- 
quired to take lessons in the practical workings of the auto- 
matic brake. The car is fitted up with all the appliances for 
the thorough exposition of the principles which the brake 
works. Three sets of brakes are arranged so that they can 
be coupled together after the manner in which they appear 
on the train. In the few hours devoted to study and instruc- 
tion in the car they learn more than they would in years of 
experience on the road. The car will remain in each city 
along the line about two weeks. All trainmen are required 
to take a course of instruction, and must have a certificate of 
their competency before allowed to go out on their run.— 
Chicago Inter-Ocean. 

Similar sc’ ool cars have been and are still in use on other 

lines. 

Underground Electric Cables. 

The Standard Underground Cable Co., of Pittsburgh, has 
lately laid 220 miles of underground wire for the Chicago 
Bell Telephone Co. The cables laid were of the well-known 
Waring system, and each cable contained 50 wires. _ Start- 
ing from the telephone exchange, on the corner of Chicago 
avenue and Clark street, these cables radiate outward in all 
directions, covering a large district, and providing trunk 
lines for Chicago avenue, Wells street, La Salle avenue and 
Michigan street. At the different terminals of the several 
routes followed, the cables are run up inside of the poles 
of the air-line routes, to the wires of which the underground 
conductors are connected. On the ‘cable poles,” as they 
are termed, trim little boxes, made weatherproof, are fast 
ened, and in these cases are placed the lightning arresters, 
which form the connection between the overhead and under- 
ground wires, E 

Less than one month was required for thi: work, despite 
unfavorable weather and substantial construction. 

The cables were laid in heavy wooden boxes 30 in. below 
tke surface, and the boxes filled with hot pitch to preserve the 
timber and better protect the cables from the possibility of 
injury. At the telephone exchanges the cables are brought 
up into the operating room where the wires are distributed 
as required. 

Immediately on completion of the outside work the cables 
were tested with a mirror galvanometer, first by the Elec- 
trician of the Cable Co., who finding them all satisfac- 
tory turned them over to the telephone company, who re- 
peated the test before accepting them. Nearly all of the wires 
are already in service and working satisfactorily. P 

The copper conductors of the cables are of the best quality 

of soft copper No. 18 gauge, with a guaranteed conductivity 
of 98 per cent. of that of pure copper, and the insulation of 
each wire is far beyond the requirements of the service. 
The season just ended was a busy one for the Standard 
Co. It had just completed the laying of 200 miles of 
wire, for the Central District & iu Telegraph Co. 
of Pittsburgh, when it was awarded the contract for 
the Chicago work, and within the past two months it has 
been laying cable in Pittsburgh for the United States Tele- 
graph Co.. in Harrisburg for the Baltimore & Ohio, and 
large quantities for railroad, switch and signal purposes, and 
in New York for the Fire Department, the latter work em- 
bracing all of the wires of the department, from head- 
quarters outward for some distance, and are also building up 
a considerable trade in ‘ribbon cables,” for inside house 
work, It is now laying a line of cable, 18 to 20 miles in 
length, for the Natural Gas Co. of Pittsburgh, which line will 
extend from the company’s office in Pittsburgh to its natural 
gas wells at Murraysville, Pa. 


Western Society of Engineers. 
The 217th meeting was held in Chicago Nov. 2, Mr. Cregier 
in the chair. 

Two papers were read and discussed: ** Amount of Horse- 
power Used in Propelling Street Cars,” by A. W. Wright. 

** The Relative Expenses of Some Items of Cperating Upon 
Narrow and Broad Gauge Railroads,” by C. H. Hudson. 

It was voted that the next meeting should be held at 7:30 
p. m., and the Society adjourned. 

The 218th meeting was held in Chicago, Nov. 17. Mr. 
Wright was called to the chair. 

A paper by Mr. E. J. Ward, on the Feasibility of an In- 
verted Sipbon Tunnel for Improving the Water Power of the 
Illinois River at Marseilles, was read and discussed 

The following resolution was adopted : 

‘* Resolved, That it is inexpedient, for the present, to hold 





more than one monthly meeting, and that the hour of meet- 
—— 7.30 p. m., for the first Tuesday of each month.” 
Society then adjourned. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for es under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 











Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, aur suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
ete., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 


THE NEW YORK, LAKE ERIE & WESTERN. 


Last week we published the report of the President 
of this company, which gave few details concerning 
the business of the year, but showed, among other 
things, that there was a decrease of $2,128,000 in the 
gross earnings of the Erie proper in the year ending 
with September last, compared with the previous 
vear, and a decrease of $1,406,000 in working expenses; 
and that, similarly, there was a very great decrease 
in the working expenses as well as the gross earnings 


of the leased New York, Pennsylvania & Ohio 
road. We said then that no safe judgment 
of the condition and prospects of the company 


could be made without an analysis of its working ex- 
penses, to ascertain where the great savings were 
made. There are *‘ savings” in working expenses— 
and last year there were tens of millions of them in 
this country—which are simply postponements of in- 
evitable expenditures: and whenever a decrease of 
expenses has been unusually great it is important to 
know just wherein the savings were made, by a com- 
parison of the different items of expenses in different 
years—a work of great labor which we have sometimes 
undertaken when reports afforded the data and the 
circumstances seemed to require it. 

We are saved the trouble this week by the exception- 
ally ‘full reports of the First Vice-President and 
the Comptroller, extracts from which are given else- 
where, The Comptroller's report gives a much fuller 
balance sheet than ever before, giving information of 
the highest value in judging the financial condition of 
the company : and its statistics of traffic, earnings and 
expenses are presented by the First Vice-President, 
with comments on almost every item, showing 
why the changes are what they have been, and, in 
the matter of working expenses, which this year 
areexceptionally important, giving in greater detail 
than the Comptroller's report the particulars of the 
changes. Thus the report answers just those questions 
which those interested in the company would be likely 
to ask in a conference with their officers, with a full- 
ness and frankness which has seldom been equaled, 
and which should, and doubtless will, strengthen the 
credit of the company. The fullness of these reports 
makes unnecessary much of the analysis which we 
should otherwise have attempted, with of course}{much 
less complete data than those accessible to and used 
by Vice-President Felton and Comptroller Little. 

The statements of traftic which we made last week 
by dividing earnings by average rates were correct, 
and compared with the previous year there was an in- 
crease on the Erie proper of 2} per cent. in passenger 
traffic, an increase of 44 per cent. in coal traffic, 
a decrease of 12} per cent. in other freight 


traffic, and a decrease of 6 per cent. in total 
freight traffic. The average rate on freight 
other than coal decreased only 58 per cent., 


which, as we remarked last week, is much less than 
was to be expected in view of the extraordinarily low 
through rates all the year. Mr. Felton’s report says 
that this as well as the great decrease in traffic was 
due to the company’s declining traftic at a rate less 
than 13 cents per 100 lbs, from Chicago to New York. 





And this, doubtless, had much to do with the great 
decrease in working expenses. For it was this de- 
crease in traffic, together with an increase from 239 to 
252 tons in the average freight-train load, which made 
possible the decrease of 11 per cent. in freight-train 
mileage and of &} per cent. in the total train mileage 
(there being no decrease in passenger train mileage). 
It seems almost incredible that there has been a 
legitimate decrease of $1,406,000 (11% per cent.) in the 
working expenses; but reasonable enough that the ex- 
penses per freight-train mile should have decreased 
from $1.24 to $1.20; yet much the larger part of the 
decrease in expenses was in the freight expenses— 
$1,294,000 out of the $1,406,000 

It is to be hoped that other trunk lines may be im- 
pressed by this example of making money by refusing 
to do business at a loss. The spectacle of the railroads 
last September competing with each other to carry 
freight from Chicago to New York at 124, 10 and 
even 8 cents per 100 lbs., when every car-load so 
secured compelled the hauling of the car back empty 
—the east-bound being several times as great as the 
west-bound traftic—does not give one a favorable im- 
pression of the intelligence of our railroad manage- 
ments. Even 13 cents per 100 lbs. is less than 
0.3 cent per ton per mile, and the expense doubt- 
less much above that when, as almost always 
when rates are so low, there is no back load for cars 
filled at these rates. It will be found that the Erie’s 
decrease in net earnings last year was less than that of 
any other trunk line, while its decrease in freight traf- 
fic was probably the greatest of all, and there is an 
intimate connection between these two facts. It should 
not be necessary to argue that a railroad may lose 
money by doing business at less than cost, but rail- 
roads seem generally to act on the principle that they 
must carry all the traffic they can get, whether at a 
profit or a loss, 

There having been Jess traffic, there was a reason 
why the maintenance expenses should be reduced. 
But of the total decrease of $1,406,000 in expenses, 
only $78,000 in the aggregate was in maintenance 
expenses—a decrease of 114 per cent, in maintenance of 
way and of 34 per cent, in repairs of locomotives 
being largely offset by an increase of 13% per cent. in 
maintenance of cars and of 72 per cent, in renewals 
of locomotives. It is true, however, that the main- 
tenance expenses were lower than usual last year. 
They have been for way and cars for seven years : 


--Maintenance of-— —--Maintenance of--- 
j Way 


Way. Cars. y. ars. 
1878-79. $2,158,931 $784,913 1882-83..$2,308,315 $1,143,882 
1872-80... 1.958,715 861,135 | 1883-84.. 1,958,974 900,157 
1880-81,. 2,098,906 1,056,805 1884-85.. 1,732,062 1,025,566 
1881-82.. 1,995,368 1,009,662 


Maintenance expenses of locomotives are not given 
separately in previous reports, 

It appears that the expenditures for maintenance 
of way were less last year than in any other of the 
seven, and 25 per cent, less than in 1888; but that for 
maintenance of cars they were exceeded only in 1881 
and 1883, and were above the average for the previous 
six years, which was $939,617. Per train-mile, the 
expenses for maintenance of way have varied much 
less, having been, in cents: 


1879, 1881. 1882. 
15.2 13.2 13.0 


1880 
13.6 


1883. 1884. 1885, 
15.4 13.9 3.4 


Thus the decrease per train-mile is but 3} per cent 
since last year, and but 13 per cent. since 1883; the 
average for the six years previous to last year was 14 
cents, and last year it was 44 per cent. less. 

The maintenance of car expenses per train mile 
were larger this year than ever before, having teen, 
in cents; 

1879, 


ow 


1880. 
60 


1881, 
6.6 


1882. 
6.6 


1884. 
64 


1885. 
8.9 


The car mileage, however, is now probably con- 
siderably larger in proportion to train mileage than 
it was some years ago, though perhaps not more than 
for two or three years past. 

It appears from this that maintenance of way and 
cars together cost 22.3 cents per train-mile last year, 
and that this was more than 1n any previous year, in- 
dicating that the condition of the property has been 
kept up. 

More than half of the decrease in expenses, $797,- 
000, namely, was in ‘* conducting transportation ”— 
the cost of which cannot be postponed. Of this 
$100,000 was in brakemen’s wages, $150,000 in foreign 
agencies, and $110,000 in station expenses. 

Nearly three-fourths of the reduction of ‘‘ motive 
power” expenses was for fuel, less being used and the 
price being much lower ; most of the remainder was in 
engineers’ and firemen’s wages, fewer being required 
for the reduced train mileage. Not an inconsiderable 
item in the decrease of expenses was $139,415 (214 per 
cent.) in general expenses, $42,000 of which was in 
officers’ salaries. 

It appears then that all but a small partof the savings 


1883. 
7.4 





in expenses were in items which refer only to the cur- 
rent conduct of business and not at all to the condition 
of the property. 

The result has been a reduction in the cost per ton 
per mile such as only a few years ago appeared im- 
possible. The Erie used to be counted a hard road to 
work, but there are few lines in the world which do 
not exceed its last year’s expense of 0.475 cent per ton 
per mile. It is not really so disadvantageous as was 
thought, when undue stress was placed on some grades 
in excess of those of the New York Central, which do 
not really increase greatly the average expense; and 
the great coal traffic, chiefly developed within the past 
six years, enables it to fill many cars that otherwise 
would go empty, helps to equalize the traffic in the two 
directions, gives it an exceptionally large average 
train load, and so helps to make the average cost per 
ton per mile exceptionally low. 

The average receipt, expense and profit per ton 
and per passenger per mile have been : 

— -—Per passenger-mile.-— 








Year Receipt. Cost. Profit. Receipt. Cost. Profit. 
7 2 0.958 0.25. 2.227 1.950 0.277 
0.885 0.213 2.202 1.854 0.248 

95 0.752 0.203 1.884 1.472 0.412 

97 0.674 0.299 2.188 1.693 0.495 

: 0.561 0.219 2.091 1.594 0.497 

8 0.534 0.302 2.041 1.361 0.680 

80. 0.529 0.276 2.016 1.372 0.644 

7 0.526 0.223 1.947 1.245 0.702 

“ .78 0.532 0.254 2.064 L.524 0.540 
1883-84....... 0.719 0.514 0.200 2.168 1.622 0 546 
1884-85....... 0.656 0.475 0.181 1.788 1.527 =0.261 


The decrease in the average freight rate from 1884 
to 1885 was less than from 1883 to 1884, largely be- 
cause traffic at the lowest current rates was refused 
last year. The reduction in the expense per ton per 
mile from 1884 to 1885 was greater than from 1879 to 
1884, there having been but little change from 1880 to 
1884. The profit per ton per mile was but 0.022 cent 
(11 per cent.) less than in 1877, though the rate has 
been reduced 0.299 cent (31 per cent.) meanwhile. 
The decrease in the profit was vearly three times as 
great from 1883 to 1884 as from 1854 to 1855. 

The decrease in the average passenger rate was very 
much greater than in the freight rate (174 per cent., 
against 9 per cent.), and the decrease in the expense 
was less (6 per cent., against 84), and the profit per 
passenger-mile was reduced more than one-half. The 
average passenger train-load remains very small, the 
low rates not having increased it as might have been 
expected. From 1880 to 1883 it varied from 55 to 63, 
and averaged 58 ; last year it was 46. 

We have left little room to speak of the New York, 
Pennsylvania & Ohio road, on which the course of 
things was similar, and the decrease in expenses quite 
as remarkable. Maintenance of way expenses were 
reduced but 1 per cent.; but car maintenance fell off 
183 percent, Nearly seven-eighths of this total de- 
crease was in conducting transportation and in motive 
power, and over half the decrease.in motive power 
expenses was in cost of coal. There was a decrease 
of 9} per cent. in train mileage, while there was an 
increase of 17 per cent. in passenger traffic, and a de- 
crease of only 12 per cent. in freight traffic, the aver- 
age train loads of both passengers and freight having 
increased largely. 

The expense per ton per mile was only 0.409 cent, or 
14 per cent. less than on the Erie even; but the aver- 
age rate was only 0.508 cent, and 15} per cent. less than 
in 1884, and the profit was 0.099 cent per ton per mile, 
against 0.181 on the Erie. A very slight increase in 
rates will very greatly increase this road’s profits. 

The balance sheet in this year’s report deserves par- 
ticular attention and commendation. Balance sheets 
may be made of any degree of fullness, from two lines 
to a statement of every individual asset and liability. 
They are not usually full enough to show the actual 
condition of the railroads reporting, but they may 
easily be made full without giving much information 
—giving unimportant details and lumping accounts 
which might look unfavorable, or giving the 
balance only of accounts where there may be very 
large amounts on both sides, etc. The chief 
change from last year on the side of assets is the 
separation of dues for transportation from other 
accounts receivable (the former being collectable in 
the month following the close of the fiscal year, while 
the others may be less auickly realized), and the in- 
troduction of a general head of ‘‘ contingent assets,” 
in which are placed the bad or doubtful debts, which 
in the case of this company make a formidable amount 
—$151,000 from the Marine Bank, $1,846,800 from the 
Chicago & Atlantic Railroad, and $1,123,000 from 
other companies for advances, which there is perhaps 
a better chance of collecting some time. 

The changes on this side of liabilities are especially 
valuable as showing what unfunded debt is past due, 
and presumably would have been paid if the means 
were at hand, on much of which interest must be paid, 
and those liabilities which are simply the current ex- 
penses which it was not yet time to pay, like the 
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Septeniber pay-rolls and supply bills, which area 
liability at the end of September, but cannot be 
paid, however large the cash balance may be, 
until October. Thus two entries are given under 
‘‘audited vouchers for supplies,” one covering 
September vouchers and the other vouchers previous 
to September. Also the traffic balances are given for 
passengers and freight separately, and the amounts 
due to and due from other roads are given; as well as 
the balances. And with interest and rentals the 
amount due and unpaid are given separately. On this 
side, too, there is a head of ‘‘ deferred liabilities,” 
which will match the ‘contingent assets” on the 
other side, consisting chiefly of the unpaid interest 
on the second consols, but including also $249,000 due 
to the railroad company’s own coal companies. 

From this it.appears that the unfunded debt which 
the company was carrying Oct. 1 was not more than 
#5,400.000, aside from the overdue coupons, while 
there were about $2,700,000 of other liabilities which 
were not strictly due at the close of the year, though 
they had accrued. 

The proposed additions to the funded debt will 
simply convert debts already existing into another 
forni, except that $1,000,000 is for a debt that will not 
be due until next June. On the floating debt—the 
matured current liabilities—interest already has to be 
paid, and at a rate higher than the bonds will bear. 
The addition to the debt will not be as large as the 
amount of the new bonds, as part of the proceeds go 
to retire $727,000 of collateral trust bonds. The com. 


pany will certainly be in a much better posi- 
tion with this addition to its funded debt than 
it is now, and with a moderate increase in 


rates it should be able to meet all its charges, 
if last year’silow cost of transportation can be con- 
tinued. But the company’s officers speak confidently 
of still further reducing the cost per ton per mile. 
Certainly the detailed report makes the prospects for 
the road seemi much better than they did before it was 
made, because it indicates that the expenses which 
have been put down so vigorously may be kept down. 





TRACK MAINTENANCE AS AFFECTED BY 
TRAFFIC. 


There are not a few questions connected with rail- 
roads—and in fact with everything else—on which 
reasoning from probabilities will seem to indicate very 
clearly that this or that ought to be so, but which the 
facts nevertheless will show to be quite otherwise. 
One of these fallacies—one which appears continually 
in discussions of railroad questions—is that, except 
ini the cost of rails (a much less important item than 
it used to be) and possibly raising and surfacing track, 
the cost of maintenance of way is very nearly so much 
per mile of line, independent of the number of trains 
per day over the track, so that, as the number of 
trains increases, the cost of maintenance of way as a 
whole should be very much less per train mile. 

The probabilities seem all in favor of this, for ties 
and fences rot, and ballast and road-bed wash ; 
frost and snow and weeds have to be looked after, 
and the track *‘walked;” masonry, bridges, station 
buildings, platforms and highway crossings have to 
be kept up: roadmasters and section foremen paid, 
much the same whether there are many trains over 
the road or few. Hence comes the conclusion that 
if the number of trains doubles or trebles, the 
cost of maintenance of way will increase, indeed, 
but not in anything like full proportion, so that 
with twice as many trains the cost of the road 
department may be half as much again, or with three 
times as many trains, the cost may be doubled. So 
far has this reasoning from probabilities been carried, 
that in some of the most elaborate and complete sys- 
tems of railroad accounts in existence the above speci- 
fied items of maintenance of way are classed with the 
general officers’ salaries, sweeping out offices, insur- 
ance, advertising and such matters, as things which 
are not affected at all by the volume of traffic, or so 

little that it is not worth while considering. 

Perhaps all this ought to be so, and perhaps in the 
future it will be so. It may even be admitted that in 
a certain narrow sense it is so now, so that for a few 
specific purposes it is proper to so consider them. But 
this at least can be said, that so farit has not been so 
in any broad sense, and we may even go further and 
say that mnay reasons indicate that it never will be so. 

Singularly enough, the cost of ‘‘ repairs of road-bed 
and track” (excluding cost of rails, ties, bridges and 
buildings and frogs, switches and sidings) is one of the 
most constant items in the whole list of railroad 
expenses, whether the comparison be made by per- 
centages of the total expenses or the absolute amount 
per train-mile. It averages a little over 10 per cent. 
of the total expenses and from 8} to 11 cents per train- 





mile, the variations being far less, proportionately, 
than in any other item of maintenance of way (al- 
though they also maintain a singularly close average 
percentage), or even than the variations in such items 
as train wages, which one might expect to vary more 
exactly with traffic than any other. 

The fact being determined to be a fact, many rea- 
sons may be imagined for it, and we may well vary 
the usual process of first proving a fact and then 
explaining it, in a case where the result varies so de- 
cidedly from what reason seems to indicate, by first 
considering how it is possible that the result should 
be as it is—‘‘ creating an atmosphere where argument 
is possible,” so to speak—and then presenting the facts 
which prove abundantly that it isso, both from the 
experience of the same roads in different years and of 
different roads in the same year, in each case with 
widely varying traffic. 

A chief cause for this surprising equality of growth 
in the cost of maintenance of way and of traffic is prob- 
ably that the expenditure on maintenance of way is, far 
more than any other large item of expense, an indeter- 
minate item, having no natural limit in either direction. 
Station agents, operators and freight handlers we must 
have, but having got enough, only willful extrava- 
ance can finda place for more. Soe when any part of 
a Gar or locomotive wears out it must be renewed, but 
‘* good running order” is all that is aimed at, and is a 
tolerably fixed and evident fact. Hence, although the 
expenditure from year to year may be and is varied 
‘*to suit the times,” yet what is spent or saved in one 
year is saved or spent in the next, s> that the average 
must, on the one hand, be maintained and, on the 
other, cannot be much exceeded. But the mainte- 
nance of way department is, from its very na- 
ture, a yawning void, where there is always a 
place to put more money if it can be had, and 
where there can always be shown some rea- 
son for putting it there. The Pennsylvania Rail- 
road spends for maintenance of road-bed and track 
only some $2,800 per mile including branches, or per- 
haps $5,000 or more per mile on main line only. The 
Central Railroad of South Carolina gets along with 
$350 to $600 per mile, and some roads perhaps with 
even less, but one has only to examine the reports of 
roads of the first class and last class alike to see that 
there is felt to be a call to spend a little more on the 
track of each alike; the reason being that while a 
very little labor will keep the track in passable condi- 
tion and a little more will make a vast improvement, 
any additional betterment becomes increasingly more 
costly, until the last degree of perfection is wholly 
unattainable in one sense, and in so far as it is attain- 
able is to to be reached only at great cost of money 
and labor. The feelings of a good road-master about 
his track are very much like the alleged feeling of a 
woman about her dress: His track never is but 
always to be in good condition—if he can put a little 
more work on it and get a little more material. 

This results from the nature of the work, and in it 
we have, almost beyond doubt, the open secret why 
maintenance of way increases in cost at almost an 
equal rate with traffic. To keep track within an inch 
or two of good surface, for example, when it is barely 
passable, takes but little track labor. To keep it 
within less than an inch costs not very much more 
and makes some considerable speed reasonably possi- 
ble. Tokeep it within less than half an inch makes 
a large addition, and corresponds to fair second-class 
track. To eliminate the next eighth or quarter of an 
inch doubles the cost of track labor, and to take out 
still the last eighth or quarter is beyond possibility, 
and yet very important in so far as it is possible. 

The actual state of things in railroad service, as 
well as the reasons why it should be so, may beshown 
by a comparison with experience on common high- 
ways. A road overa decently good natural soil costs 
nothing at all, and for a few hundred teams a year 
answers a very good purpose. Whether there be a 
hundred or two teams a year more or less will make 
no discoverable difference with it. Nevertheless, 
there comes a time when some little working of the 
road is necessary, and we have the common country 
dirt road. 

Here, too, one or two or a dozen more teams a day 
will not probably make any difference in the amount 
of working, and it would appear absurd to say that an 
increase of travel would not reduce the cost per team 
of keeping it up. Do not rain and frost make most of 
the trouble with it? At last comes the point, how- 
ever, when graveling and macadam becomes necessary, 
and with that change up goes the cost, not only abso- 
lutely, but per wagon-mile. Then, as traffic increases, 
paving becomes necessary, and thereafter at least addi- 
tional traffic ought, it would appear, to be accommo- 
dated very cheaply ; but with the traffic and the mure 
perfect road-bed come new expenses, cleaning, lighting, 





policing, and what not, and very soon more and more 
costly paving must be used to give a more and more 
perfect surface, until at last we reach the extreme 
limit in such a street as Broadway, New York, over 
which, at its busiest point, more than two vehicles per 
second pass as an average of the daylight hours—33 
per minute, over 2,000 per hour, 22,308 by actual count 
in 11 hours, and probably some 26,000 or more per day 
of 24 hours, 

With such an enormous traffic as this it surely 
seems reasonable that the cost of ‘‘ maintenance of 
way ” per vehicle should be immensely less than on. 
roads having either half, or a quarter, or a hundredth, 
or a thousandth part of that traffic; and yet, when all 
expenses incident to its character as a thoroughfare 
are taken into account, such as cleaning, lighting and 
policing. as well as “raising and surfacing,” Broad- 
way is, perhaps, one of the most expensive streets in 
the world to maintain, not only absolutely, but per 
cart-mile ; more expensive in proportion than other 
city streets of less importance, and far more expen- 
sive per vehicle than most country roads. We shall 
not undertake to prove this by statistics, nor even to 
assert that it can be proved to the full extent sur- 
mised ; but if it be not fully true, it is so nearly true 
that the conclusion drawn will not be seriously af- 
fected: that ‘‘ maintenance of highway” increases 
for all practical purposes in direct proportion with 
the traffic. 

And yet, on every one of the classes of highways 
mentioned, what seems more reasonable to assume 
than that the addition of a few more vehicles will have 
almost no effect on the cost of policing and cleaning 
and ‘‘surfacing?” Immediately and at the moment 
they do not, but looking only a little farther before 
and behind, we are justified in assuming that almost 
every vehicle adds. sooner or later, its direct pro rata 
to almost every expense. 

The same conditions might reasonably be expected 
to hold true in railroad maintenance and to explain a 
like result. At any rate, whatever the cause, it is a 
fact that, for every additional train that goes over 
the road, a nearly fixed percentage of its earnings 
goes into ‘*‘ repairs of road-bed and track.” Thus, we 
may determine from the United States Census sta- 
tistics of 1880, that the cost of this item in the various 
geographical sections was as follows : 


Cost repairs road-bed— 








. and track. 

Trains Total Cents per Per 
each cost =a train- mile of 
way per train- P.c. mile. road. 

day. mile. exps 
New England ......... 74 $1.05 10451p.c. il0cts. $574 
sauke 4a°kensess 9.3 oon2 10.13 “ 9.2 * 621 
NN. t00550. 2000000 4.3 0.715 12.12 “ 8.7 * 273 
Northwestera.......... 45 0.88 12.45 oie 361 
Southwestern........ .30* 0.608 13.59 a 480 
Far Western........... 3.22 1.21 13.63 16.5 “ 382 
TE. csssstnaee oe 6.07 mm tae ~* 10.2 “ $450 
*Estimated. The report of one road inthis small group con- 


tains an obvious and large error which vitiates the tota!. 


The differences in volume of traffic in these aggre- 
gates, although considerable, are not so striking as to 
indicate as fully as others the law stated, yet they do 
strongly indicate it, especially in connection with the 
following comparison of all the maintenance of way 
expenses in the same sections : 


New Middle. South. N.W. 8.W. Far U.S. 
Eng. est. 
Repairs road- 
bed and 
track, p.c... 10.51 10.18 12.12 12.45 13.59 13.63 11.23 
Per mile...... $574 $621 $273 $361 $480 $382 50 
Tie renewals p. 
sca saa 2.64 2.78 430 3.07 4.21 3.48 3.04 
Per mile..... $144 $168 $97 $88 $148 $98 $121 
Bridges, buiid- 
ings and 
fences.p.c.. 664 444 5.80 6.08 3.45 495 5.14 
Per mile..... 3363 $268 $131 $176 $121 $139 $207 
Rail renewals 
DDicwn. obnee 4.20 3.47 616 5.03 3.66 681 440 
Per mile..... $220 $236 $210 $1866 $213 $158 $106 
Total,p c..... 19.78 17.35 22.42 21.60 21.25 22.06 19.41 
Per mile..... $1,081 $1,051 $501 $625 $749 $619 $778 
Cost per train- 
a are $1.05 $0.906 $0.715 $0.88 $0.608 $1.21 $0.91 


If this table is examined, it will be seen that in 
every item of maintenance of way—even those which 
seem most nearly independent of the number of 
trains, like ties, bridges and buildings, repairs of road- 
bed and track—it is the cost per mile of road which 
varies, and the cost per train-mile or the percentage 
of the total remains far more nearly constant. In 
fact, the cost of rails, which one might expect to be 
almost precisely so much per train-mile, comes much 
the nearest of all to being uniform per mile of road. 
Beginning with the section of heaviest traffic—the 
Middle States group, which includes Ohio, Indiana 
and Michigan—the cost of rail renewals, in cents per 
train-mile, is as follows: 3.50, 4.08, 5.08, 6.08, 6.72, 
8.66, averaging 4.43, while that of road and track 
labor is : 9.2, 11.0, 11.0, 8.7, 16.5, 8.8, averaging 10.2. 

Here the item we might expect to be almost uni- 
form per train-mile—rails—is more nearly uniform 
per mile of road, while the one we might expect to 
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vary with traffic far less is very nearly constant there- 
with. The first may be in part accidental ; the last 
can hardly be. 

Individual roads may be compared almost at random 
with similar indications. The following two roads, 
not selected in any way except as representing ex- 
tremes of traffic, may serve as illustrations, the years 
given being fairly representative : 


Penn. Char., 

R.B. Col. & Aug. Av. U.S. 

1883. 1882. 1880. 
Trains per day each way (main line) 64.5 3.4 6.1 


Repairs road-bed and a (cts. 
per train-mile).. aa 


secénkde- an 9 81 cts. 
Total cost of tram-mile....... ° 


12.36 cts. 10.2 cts. 
86.0 91.0 


7.5 ** 

Most of the roads of very light traffic fail to give 
the details of expenses, so that the cost of road-bed 
and track proper can be separated from the cost of 
bridges and buildings, rail and tie renewals, etc., and 
thus show more clearly the point which it is desired 
to bring out. Taking the ruder process of comparing 
gross expenses for maintenance of way and rolling- 
stock, and making comparisons of the same road at 
different dates instead of different roads at the same 
‘ate, we may deduce a comparison of expenses on five 
trunk lines for the past 85 years, running back to a 
period antedating the war, during which, as the table 
shows, an enormous expansion of train mileage has 
occurred, ranging from four to seven-fold, while yet 
the cost of maintaining track has, on the whole, 
decreased less rapidly than other maintenance ex- 
There has been, on each of these lines, a 
considerable expansion of track mileage as well as 
train mileage, but this increase has been of branches 
only, not of main line. Therefore, while due allow- 
ance for the effect of this greater trackage would 
reduce, it will net seriously modify the striking con- 
trast in number of trains per year in spite of which 
maintenance of way has decreased, by comparison 
with other items, so little. The presentation of this 
and some further data, however, must be postponed 
to another issue. 


penses. 








The past season has been more unfavorable for lake 
shipments of grain than any that has preceded it. 
Not only have the rates been very low—made so for 
all but two months of the season by extremely low 
rail raves—but the shipments have been very small ; 
and this was so when after the advance of rates rail 
shipments became small, as well as before. The largest 
lake shipments in any week of this year were 3,872,330 
bushels, in the opening week, which has little signifi- 
cance, as the fleet that has wintered at the upper lake 
ports, having been loaded during the winter, starts all 
at oncethen. There was but one other week this year 
when lake shipments reached 3,000,000 bushels, and but 
four when they were as much as 2,500,000 bushels, and 
the average wascnly 2,060,000 bushels per week. In 188i 
down to the opening of the railroad war the average 
weekly shipments by lake were 3,325,609 bushels, and 
during the railroad war until the very bad crops had 
reduced them in September, the average was still more 
than 8,000,000 bushels, and the average for the whole 
season was 2,733,000 bushels. In 1882. when, owing to 
the bad crop of the previous year, the whole move- 
ment was extraordinarily light, the total lake ship- 
ments for the season were 5,000.000 bushels greater 
than this year, though as the season was four weeks 
longer the average was peed lower. In 1883 
the lake shipments fell below 2,000,000 bushels in only 
two weeks: in no less than six they were more than 
4,090,000 bushels (averaging 4,267,000 throughout 
September), and for the whole season they averaged 
2.934.700 bushels, and were about 34,000,000 bushels 
more than this year. There is not much other traftic 
for the grain carriers ; the ore trade remained lighter 
than in previous years, and grain carriers generally 
draw too much water for the lumber trade. It there- 
fore necessarily means idleness for many vessels when 
the lake grain shipments are cut down more than one- 
third, as from 1883 to 1885. 








The position of the Baltimore & Ohio with regard 
to through passenger business makes the prospect of 
maintaining through fares on the standard basis of 
$20 from New York to Chicago very dubious. This 
company makes it a point that the Pennsylvania 
Railroad shall provide it with passenger train con- 
nections between New York and Baltimore un- 
til it gets its own line in_ operation, as 
a condition of its maintaining rates from Balti- 
more and Philadelphia. The Pennsylvania offers to 
make a contract for ten years to do the Baltimore & 
Ohio’s business between New York and Philadelphia ; 
but naturally the Baltimore & Ohio, having got so far, 
prefers to complete a line of its own. There is noth- 
ing to be said against this, but it is hard tosee how 





it can be justified in doing all it can to ruin the trunk 
line passenger business if the Pennsylvania re- 
fuses to assist it in building up a competitive 
business while it constructing its own line. 
It is asif a company building a new railroad from 
Cincinnati to Baltimore, having completed the section 
from Cinciunati to Parkersburg, should require the 
Baltimore & Ohio to run special trains for it between 
Baltimore and Parkersburg while it was building a 
line of its own between those places ; or as if the Wis- 
consin Central should now ask that it should have 
special trains between St. Pauland Chicago over the 
Northwestern or the St. Paul road between Milwaukee 
and Chicago. It is true that the Pennsylvania once did 
afford such accommodations ; but it is probable that 
this was done with the hope or expectation that it 
would prevent the construction of a new line and a 
permanent diversion of tiaffic between New York and 
Baltimore. Without that motive, it naturally is 
disinclined to help to divert travel from its own line. 

The advance in rates from Baltimore to the Western 
cities is $3.75 to $5. The Baltimore & Ohio, however, 
charges the old rates, and, it is said, declares that it 
will preserve the existing difference of several dollars 
between its and the Fensylvania’s rates from Balti- 
etc., which means that the Pennsylvania 
must abandon this business (which, of course, it 
will not do) or let the Baltimore & Ohio into 
New York. In this way not only may the passenger 
business from Baltimure, etc., be ruined, but the 
vastly greater business further north be greatly in- 
jured, and the Pennsylvania would doubtless suffer 
much more than the Baltimore & Ohio. 

It is quite possible that the Baltimore & Ohio takes 
this position because of the Pennsy!vania’s oppo- 
sition to the former’s proposed new hme to Staten 
Island. To the Sound between New Jer- 
sey and the island, the consent of the United 
States must obtained, aud _ it asserted 
that the New Jersey Legislature can prevent the con- 
struction of the line; and the Pennsylvania Railroad 
Company is credited with having a very great influ- 
ence in that Legislature and also considerable in 
Congress. We do not believe, however, that it will 
be possible for it to prevent the construction of 
the road. All the railroads in America could 
not prevent the opening of a new line between 
the United States and Canada, still less between 
one state and another. But the Pennsylvania may 
be able to delay the opening of the line for a consid- 
erable time and if it can it probably will, unless 
it is likely to lose more than it gains by its policy. 
What the Baltimore & Ohio is doing will cause it to 
It is just as legitimate as to throw obstacles in 
the way of the proposed new road ; not much can be 
said for either policy, except as one may be a defense 
against the other. 
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Pennsylvania Railroad Earnings and Expenses 
October. 


in 





The favorable turn in the earnings of this company, shown 
first in September, continued in October, when the improve- 
ment extended to the western system. 

The gross and net earnings and working expenses of the 
lines east of Pittsburgh and Erie in October, for the last 13 
years, have been : 


Year Gross eiroings. Expenses. 
: 57. au $2,132,285 
7 4 2.040, 548 

1.8: 29, 4 3 
. 73 





24.8 i: 9: 22'700 
bcnades 3493, 360 1,935,811 
Thus the gross earnings and expenses were smaller this 
year than in any other since 1881, but the net earnings were 
slightly greater than last year. 
Compared with last year and the year before, the changes 
are: 
Since 1884: 


4, 359/171 


Gross earn. Expenses. Net earn. 


Amount...... ... Dec. $88,373 Dec. $101,484 Inc. $13,111 

POPC <5 cn ccecses 2.0 4.9 0.7 
Since 1883: 

Rs 6 nike 0m Dec. 516,174 Dec. 235,837 Dec. 280,337 

ee 16.0 89 12.2 


In September there was a decrease of 3182,000 in gross 
but a gain of $6,576 in net earnmgs compared with last 
year, and in August a decrease of $761,588 in gross and of 
$502,495 net, and down to the end of August the average 
monthly decrease in net earnings had been #290,963, which 
indicates how great the change has been, The net earnings 
in October were the largest for 14 months, were exceeded in 
only one month of last year (August), in two months of 1883 
(August and October), in the same two months of 1882, and 
never before, except in September and October of 1876, the 
two months of heaviest Centennial travel. 

The surplus, over all liabilities, of the lines west of Pitts- 
burgh and Erie has — in — : 


1879 1880. 884. 1885. 
$593,182 $418,170 $309, Be 4 $513,209 $2688 $03 $142, 833 $92,595 





The surplus was thus less this year than in any other of the 
seven, but the decrease from last year was only $50,238, 
while in September it was $151,236 and in August $174,- 
338. Moreover, October is notable as the first month of this 
year in which this Western system has earned any surplus. 
Last year there was one in April, July and September, as 
well as October. 

Adding the surplus of this Western system to the net earn- 
ings of the Eastern system, we have as the company’s profits 
from both systems in October: 


BBO. cicdss Sesscwesi SSRI AAD | BBB ove wicciccics seven $2.485,041 
BUD. ccs ccccviececes S-AUG DOE | BBBS. 6005 20s. ke0 «.. 2,065.533 
MR Leaiccwiie Sindavay 926 | 1885 eae 2,028,406 





2°550.921 | 

Thus the aggregate result is a slight decrease from last 
year, and a large one from 1883 and 1882, but a large gain 
over 1881. 

For the 10 months ending with October the gross and net 
earnings and working expenses of the lines east of Pittsburgh 
and Erie have been : 






Expenses. Net earnings. 
ai? 7 6,4 3 11,626,237 
9,4: 
10, — 








25, 378, 68: ) 
24 437,022 





15.46 
13,18 

Thus the gross earnings and working expenses this year were 
the smallest since 1881, and the net earnings the smallest since 


9. 784 





1879. Compared with last year and the year before the de- 
creases are: 

Since .&84: Gross earn. Expenses, Net earn. 
Amount . $3,245,841 $941 {6633 $2,308,178 
Per cent 8.0 3.7 14.9 

Since 1883 : 
ee 9,172,451 2,036.537 5,185,914 
PU OR is cccccancncues 12.1 r fe f 19.2 


This shows a very serious decline, but at the end of August 
the decrease in net earnings was still greater, and had been 
at the rate of 20 per cent. for the eight months. If this had 
continued, there would have been a decrease in net earnings 
of $762,000 in September and October, instead of the actual 
small increase (317,700). 

The surplus or deficit of the lines west of Pittsturgh and 
Erie for the ten months ending with October has been : 


Te <. suies Surp! us $702.018 | 1883... .... Surplus $1 163,211 
PEERS. oes sen 2.914.735 | 1364 ... ... De ficit 5: 9.026 
[E  s000e0~se 2,578 677 | 1885........ = 1,195 3 3 
1882 . re 580,981 


The d decrease in the profits of this system is $676,000 from 
last year, $2,358,000 from 1883, and no less than $3,774,000 
from 1881—the latter nearly 5 per cent. on the stock of the 
company at that time. 

Adding the surplus of this system to and subtracting its 
deficit from the net earnings of the system east of Pittsburgh 
and Erie we have as the income from both systems: 


Sere +++ + $12,081,058 | 1883... ..+..$17,458 909 

= OE TE i . 14,94-,936 

> ia és eae J 11,964,461 
a 





The dec ‘rease from last y year is $2,984,475, which is more 
than three per cent. on the present capital stock. Since 1883 
the decrease is $5,494,448, which is 5's per cent. on the pres- 
ent stock. Of the decrease since last year only $184,000 has 
been due to the last two months, however, and the change 
from an average loss of $350,000 a month in the past eight 
months of the year to one of $92,000 is certainly a very great 
improvement. 

We shall expect a considerable gain over last year. in the 
November net earnings, at least on the Eastern system, not 
only because of an improvement in the traffic and rates, but 
because the month was exceedingly unfavorable last year. 








The Boston & Albany. 


The Boston & Albany Railroad is certainly a ‘* trunk line,” 
but apparently it has a much better control of its rates than 
most trunk lines, for even the extraordinarily low through 
rates of last year did not very greatly affect its earnings— 
nor its traffic, for that matter. The passenger traffic in mil- 
lions of passenger miles, has been for years ending Sept. 30 : 
1878. 1879. 1880. 18381. 1882. 1883. 1884. 1885, 
101.2 1u1.2 1127 135.4 151.3 157.3 167.4 167.1 

The lower fares tended to increase travel, the hard times to 
decrease it. The result was no change in the total last year. 
But the travel grew with very great rapidity after 1879, and 
asimple arrest of growth shows an unfavorable change. It 
could not be expected, however, that the travel should con- 
tinue to increase two-thirds every five years as it did from 
1879 to 1884; that would make it four and one-half times as 
great as it is now by 1900. 

The average fare per mile fell from 1.91 cents in 1884 to 1.84 
cents in 1885. It first went below 2 cents in 1881. The average 
rate on what is reported as through travel, which includes 
nearly (but not quite) all the through, but also considerable 
local, fell from 2.09 to 2.00 cents: the average on what is 
reported as local, from 1.82 to 1.76 cents, the local being 
much lower than the through. This is probably due to the 
large suburban traffic of the road, carried at very low rates. 

The freight traffic has been in millions of ton-miles : 

1878 1879. 1880. 1881. 1882. 1883. 1884. 1885. 
329 7 325.5 375.5 417.1 374.3 373.6 3743 3989 

Thus the freight traffic last year was larger than in any 
other year except 1881, when competing routes were 
less effective than now. The increase over last year 
was 614 per cent. In spite of the low rates, we saw 


| last week that the Erie bad suffered a large decrease 


in its freight traffic in this year, when the Boston & 
Albany made a gain. The increase was wholly in what 
is reported as through freight, and in that was 9% per 
cent., but the earnings from tbis freight decreased 534 pe* 
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cent., the average through vate having fallen from 0.782 to 
0.672 cent per ton per mile, while the average local rate 
fell from 1.80 to 1.63 cent—a larger amount but not so large 
a percentage. Only one-third of the passenger traffic is 
through, while 71 per cent. of the freight traffic is through. 
But this 71 per cent. of the freight traffic last year 
yielded but 51 per cent. of the freight earnings, while the 
31's per cent. of the passenger traffic which the through 
travel amounted to yielded 341% per cent. of the passenger 
earnings. 

The gross aud net earnings and working expenses of the 
Boston & Albany have been 


Gross Net 
Year to Sept 30: earnings. Expenses. earnings. 
BORD. 22. 6008. sine .- $7,208,471 $5,293,676 $1,914.795 
iasva civ cinns suipuleebb%.0n%oue 7.646.989 5 +785, 876 3,861,113 
Ee ee eee 8.103.957 6. 158,204 1,945, "053 
| ERE eee 7,348.27 5,600,99 L 1,747,285 
| ER ee eee 7.271,359 5,688,412 1,582,947 
1880 ... 7.178,253 = 5.248,501 1.926.752 
Dees oo 55. ° Sonass : 6, 074.23 23 3.723 825 = 2,350,330 
BR ccw ingens . 6,272,068 4.413.997  1,858.071 
Rates tannic soeenesae 6,472,904 4,612,766 1,860,138 


The gross earnings, therefore, were the smallest since 1880: 
the decrease from 1884 was 5°¢ per cent., and from 1883, 
when they were largest, 11 per cent.; but the working ex- 
penses decreased more than the earnings last year, leaving 
the net earnings pearly 3 per cent. more than in 1884, and 
only about 1s per cent. less than in 1883. The net earnings, 
however, have not nearly kept pace with the traffic, nor with 
the gross earnings, having averaged very nearly $2,000,000 
a year for the four years from 1877 to 1880, and only 
$1,868,900 for the last four years. On few roads of heavy 
traffic is so large a proportion of the earnings absorbed by 
the working expenses. They required 73.4 per cent. of them 
last year, and 75.8 in 1884. The company has plenty to pay 
its 8 per cent. dividends, and does not need any more, and 
when traffic grows, rates go down accordingly. Last year 
the gross earnings were about the same as in 1880, but the 
passenger traffic 50 per cent. and the freight traffic 6!¢ per 
cent. greater. 

Since 1877 there has been a gain of 65 per cent. in 


passenger traffic and of 27 per cent. in freight traffic, but ot 


only 11/4 per cent. in gross earnings and 3 per cent. in net 
earnings. Besides the net earnings here given, the Boston & 
Albany has apn income from rents, ete., which in 1885 


amouated to $429,500, and since 1879 has never been less 
than that, and has been once as hizh as $5041,009—from 2 to 
3 per cent. oa the capital stock. The interest and rents 
amount to but $737,000, so that most of the net earnings are 
left to the stock. The surplus over the 8 per cent. dividends 
has been quite narrow in every year since 1881, except 
1883. 





New York through shipments westward recovered in the 
second week of November from the dullness of election 
week, and were above the October averages and a fifth more 
than in the corresponding week of last year. 








The distribution of the Atlantic wheat receipts among the 
several ports is very different this year from what it was 
last. For the eight weeks ending Nov. 21 the receipts at 
each port in the two years were : 





1885. 1884. Decrease. P.c. 
New York........5,482.823 11,398,533 5,915,710 51.9 
Boston .. 237,536 "430 700 193,164 44.8 
Montreal...... .. 566,852 1,031,346 646 


397 890 
896.745 


Philadelphia. ... 
Baltimore.. .. .. 
Richmond 
New Orleans..... 
Total 17,316,281 9,527,226 
The percentage of the total Atlantic receipts arriving at 
each port were : 


2.8 
66.9 
99.0 


55.0 


1,813,239 
(Ine.) 203.942 
334,499 


237.856 





7,789,055 


N. Y. Boston. Mont. Phila. Balt. Rich. N.O 
1885.... 70.4 3.0 7.3 5.1 11.5 26 0. 
1884.... 65.8 2.5 9.2 4.9 15.7 ai 


Thus, while the total receipts have fallen off 55 per cent., 
the receipts at Baltimore have decreased 67 per cent., at 
Montreal 641% per cent., and at New Orleans no less than 99 
per cent. In fact, the business has been insignificant in 
amount everywhere, except at New York, and the only 
places that have received enough wheat for their own bread 
during the eight weeks this year are New York, Montreal 
and Baltimore. They, in fact,do not get wheat for their 
own bread, but flour, which alone makes possible the 
small receipts of Boston, Philadelphia and New Orleans 
The low rail rates have favored receipts at Boston, 
Philadelphia and Baltimore; but the falling-off of ex- 
ports affects them much more than New York. But 
the lack of winter wheat is especially unfavorable to 
Philadelphia, Baltimore and New Orleans, and this prob- 
ably had as much as anything to do with their light 
wheat receipts this year. After navigation closes they 
usually take a larger share of the business, not because tbeir 
receipts increase, but because those of New York decrease. 
Thus, last year in four November weeks New York received 
4,920,221 bushels of wheat, in four December weeks only 
726,525: but at Philadelphia meanwhile the receipts were 
531,770 bushels in November and 585,200 in December, and 
at Baltimore 1,236,307 in November and 1,028,021 in De- 
cember. New York in November received nearly three 
times as much as Philadelphia and Baltimore together ; in 
December, not half as much as the two and 30 per cent. less 
than Baltimorealone. This state of things, however, did not 
continue after December, the wheat receipt being more 
nearly equal at the three ports during the rest of tne winter, 
as follows : 


Jan. Feb. March. April. 4 months. 
New York......... 927,479 580.714 964,802 30 $70 3.203.865 
Philadelphia...... 624'700 356,200 616,300 654,600 2,251,800 
Baltimore... ..... 873,042 


If we include December, so as to have the whole season of 
closed navigation, we shall have for the five months : 
New York. Philadelpbia. Baltimore. 
3,930,390 2,837,000 3,760,693 
Thus, New Yorkand Baltimore received substantially the 
same quantity of wheat last year, and Philadelphia 25 per 
cent. less than Baltimore. This was when the country 
directly west of Philadelphia and Baltimore, through which 
the Pennsylvania and the Baltimore & Ohio roads have 
numerous lines and the New York companies much fewer 
connections under their direct control, had an extraordinary 
surplus of wheat, while this year it has hardly enough for its 
own use. 








Chicago through rail shipments eastward for the week erd- 
ing Nov. 28, including only flour, grain and provisions this 
year and last, incompletely reported, and freights of all kinds 
in the previous years, by the complete reports, have been as 
follows in tons : 

1880. 1881. 1882. 1883 1884. 1885. 
48,636 46,574 57,206 53,850 49,494 54,317 

Thus the shipments this year were more than in any other 
except 1882, and allowing for the higher class freight, doubt- 
less larger than ever before. 

The total shipments and the percentage going by each 
railroad in each of the last six weeks have been : 


-—-——_ ——_ — ——Week ending. - 
Nov. 























Oct: Nov. Nov. Nov. 

Tons: 31. ¥, 14. 21. 2a, 
Fleur .. . 3.644 3,915 4.571 4,246 ~6.534 
Grain...... ; 1,259 14. 680 15.114 18,6°6 6,246 
Provisions. 7,866 8.991 9,695 11,593 11,537 

Mb aiss sosas 26,769 27,586 29,890 34,525 54,317 

Percent. : 

C. & Grand T 9.3 7.9 11.4 10.7 8.6 14.2 
Mich. Cen .... .... 17.7 21.6 18.4 198 200 “TA 
Lake Shore......... 134 14.2 15.1 L3.5 138 11.2 
Nickel Plate ...... 7.4 8.1 79 111 12.4 109 
Ft. Wayne........ 29.2 19.8 21.0 17.5 198 14.3 
©, ae. dott P...... 12.0 131 114 15.6 14.4 9.8 
Balt. & Uhio...... 6.0 8.1 7.4 79 62 6.2 
Ch. & Atlantic 5.0 7.2 7.4 3.9 4.8 5b 

css svesans 100.0 100.0 100.0 100.0 100.0 100.0 


The immense increase last week over the previous week 
will be noted—nearly 60 per cent. Yet notice had been given 
before the week to Nov. 21, that after that week highe 
rates would be charged, and under the rules all the ship- 
ments made at Chicago last week had to pay the higher 
rates, so that it seems astonishing that the shipments should 
have been the larger last week. But the fact is, in the first 
place very little of the chief freight, grain, has been shipped 
from Chicago e'evators for some time, so that an unusual 
proportion of the shipments were billed from points further 
west ; and, in the second place, the report does not cover 
any considerable shipments made after Friday of the week 
reported, and whatever was billed at Chicago on the last 
day of the lower rate—probably a very large amount—is 
included in the report for the following week—last week. 

It will be seen that while the total increase last week over 
the previous week was 19,792 tons (574, per cent.), there was 
no increase in provisions whatever, but a gain of 54 per cent. 
in flour and of 94 per cent. in grain. 

The changes in percentages are considerable, but most of 
them are such as naturally result from the change in the pro- 
portions of the different kinds of freight. The Pennsylvania 
lines are pre-eminent as provision carriers, usually not as 
grain carriers, and there being no increase in provisions and 
a great one in grain, their share fell from 34.2 to 24.6 per 
cent. of the whole, though they carried 45 per cent. of the 
provisions. The gain of the Chicago & Grand Trunk cannot 
be so explained, however. It is a leading provision road, but 
it carried hardly its usual percentage of this freight last 
week, but had an exceptionally large share of the grain. 

The complete report of Chicago shipments for the week to 
Nov. 14 makes the total of all freights 43,157 tons, and 
1,076 tons more than the week before, while the incomplete 
report made the shipments of flour, grain and provisions 
29,890 tons and 2,304 tons more than the week before. The 
complete report also shows percentages quite different from 
those of tae incomplete report. For instance, the early report 
showed 44.4 per cent. to have been taken by the three Van- 
derbilt roads and 33.1 by the two Pennsylvania roads; the 
complete report gives 46.0 per cent. by the Vanderbilt and 
30.0 by the Pennsylvania lines, and in the case of one road 
the percentage is 15.6 by one report and 11.1 by the other. 
This shows that the only Chicago report is a very incomplete 
one, especially as regards the shares of the different railroads. 
It has a very decided value, but it is rather as indicating the 
course of shipments by the several roads from week to week, 
than for the absolute amount of business or the actual 
share of any road. 








The announcement of the advance of east-bound rates 
from 20 to 25 cents per 100 Ibs., Nov. 23, had less effect than 
might have been expected on shipments of grain, the one 
freight which stood ready for shipment, in practically un 
limited quantities, by the side of the railroad tracks. For the 
shipments of grain by rail from the Northwestern markets 
during the week ending Nov. 21 were only 1,980,212 bush- 
els, against 1,646,457 the previous week, and the increase in 
rail shipments was wholly at the expense of the water ship 
ments, the total shipments falling off 101,000 bushels, and 
being the smallest since the first week in August. Moreover, 
the increase is not at all in the grain which is accumulated in 
the Western elevators, for the wheat shipments by rail were 
slightly less than the week before, and the increase was in 
corn, oats and barley, the stocks of which at Western mar- 
kets areextremely light. Indeed, the shipments of the North 





| 


western markets did not increase so much in this week as | 





in corn. It would seem, then, that the accumulations in 
Western elevators (nearly all wheat) were not affected by the 
change in rail rates ; that they will remain where they are 
until some change in the market callstiaem out, and very prob- 
ably until navigation opens in the spring. Thus, the railroads 
are likely to carry grain from the West, the coming winter, 
only about as fast ¢ as the farmers send it to market. 











The importance of the ‘traffic in live stock and meats is 
not sufficiently estimated, and this is a traffic which is now 
exceptionally large, while the grain traffic is exceptionally 
small. It has come to this, that the tonnage of meats and 
live animals delivered at Chicago is now as large as the grain 
and flour tonnage in some weeks. Thus for the week ending 
Nov. 28 the receipts were, in tons (live stock approximately) : 








1885. 1884. 1883. 1882. 

Flour - 9,700 10,320 11,122 13,200 
RS Dncaehsssss sarchen 10.89) 28,560 25,680 12.480 
Sr © vdeo dents eaxedee 33.600 41,190 30,688 BR, 892 
SDs psracevsaseveensiescs P15 891 3.618 404 
Barley.... . 12,288 6.912 10,848 512 
Grain and flour.......... 67,393 87.872 81.956 70 488 
PROVMIOMG........ 0 3,267 2.369 2.715 2,397 
MN b556000008 40.523 20,785 33.997 24,210 
a 22.001 24,030 22,864 19 660 
Sheep 639 621 By di4 
Live stock and Layee 

Gi ink00002k008090000 66,430 47,805 60,012 46,781 

ee 135,678 141,968 117,269 


The tonnages of grain and of live stock were thus very 
nearly the same this year, and compared with last year, the 
very large decrease in grain is nearly balanced by the very 
large increase in live stock. The increase is wholly in hogs 
and provisions, and is attributable to the last two corn crops. 

East of Chicago the provisions and live stock forma smaller 
proportion of the traffic, as most of the hogs and a consider- 
able part of the cattle are packed in Chicago, and the prod- 
uct is not only of less weight than the animals, but it is 
more widely distributed than grain, going largely to in- 
terior western and southern points. 

It is of advantage to the railroads that the increase should 
be in this traffic, because it usually pays larger profits than 
grain. And it is doubtless generally true that the high-ciass 
traffic from the west to the east has increased much faster 
than the grain traffic, or that it has held its own while the 
grain traffic was decreasing. 





For the six months ending with August the shipments of 
live stock and dressed beef from Chicago were 428,460 tons, 
while the freight shipments were 1,437,055 tons, the former 
23 per cent. of the whole. This, however, was a period when 
the grain shipments were made artificially large by carrying 
below cost. In October, when this was less the case, the 
freight shipments were 242,693 tons, and the live stock and 
dressed beef shipments 85,391—the latter 26 per cent. of the 
whole. In the first two weeks of November, 85,238 tons of 
freight went to 30,858 of live stock, and the latter was 26!, 
per cent. of the whole. At the same time, the provision ship- 
ments were something like 10,000 tons a week, which would 
make the live stock and meats equal to 35 per cent. of the 
whole. With a rational conduct of the business, the profit 
should be from one-half more to twice as much on the latter 
as on the grain and flour, wherefore it may easily make the 
larger returns to the carriers. 














The winter packing season opens with a vigor which indi- 
cates that if the stock of hogs is short, as reported by the 
Department of Agriculture, the farmers are in as great 
haste to get rid of them as if they feared a glut later on or 
had nothing to keep their hogs on. For the first 18 days of 
November the number packed is reported to have been 
940,447 this year, against 566,034 last year—an increase of 
40 per cent. Yet this year has not been very favorable for 
packing, so far as weather is converned, The farmers have 
had the great advantage of a stock of old corn, however, the 
lack of which made them late in marketing their hogs last 
year, when most of the increase of the November-February 
season was made in the last two months of the four. We 
shall certainly not pack 40 per cent. more hogs this winter 
season than we did last year, when the number was 6,460,- 
240. That would make the number more than 9,090,000, 
and the greatest hitherto has been 7,480,648 (in 1879-80). 
We shall do extremely well if we reach the latter number, 
which is nearly one-sixth more than last year. Meanwhile 
the heavy movement goes toward making up for the lignt 
grain movement on on some roads. 





In the note to the record of the performance of the Daft 
electric motor read before the American Society of Civi- 
Engineers by Robert L. Harris, C. E., au abstract of which 
appeared in our issue of Nov. 27, some typographical errors 
occurred which, being corrected, make the record of the per- 
formance read as follows : 

** Calling the gross weight of train in the rec ord given 10 
tons, or 20,000 Ibs. [it was estimated at 19,725 lbs.], this 
performance was as follows : 


Lbs 
Rol'ing friction, say 14 Ibs. per ton 140 
Grade a" say 6 per cent. t. grade (317 ft. ‘per mile) 

(6 x 20 x 19). NASER ATREED. HARGEONDES EENED DROAEOES 2 
Total tractive pull exerted. ............-...0405- . 1,340 
Total Aegis on drivers of motors. 4,500 

Then ia -—— = 0.298, or about 0.30, adhesion. 


‘** The usual adhesion of a heavy locomotive is from 0.25 
(4) to 0.35 (over 1s) of the weight on the drivers, }¢ being 
not difficult to obtain under favorable Bm This, 
however, is with a heavy load per wheel. For so light an 
engine the adhesion is very high, but may have veen helped 
out somewhat by momentum, without accepting the claim 
that the electric current appreciably inereases the adhesion.” 


As the grade was not long and was approached by a de- 


708,838 598,530 552,462 2,732,672 | their receipts, and the increase in their receipts was wholly scent, momentum might so help such a performance as to 
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make it less remarkable than it otherwise would be, but we 
are informed that it has been shown by experiment that the 
adhesion is very materially increased by the electric current, 
and that this is one of the ends which has been especially 
kept in view. Some very surprising tests have been adduced 
which it is proposed to repeat. 








It rarely happens that an expert examination of any con- 
siderable number of bridges fails to reveal the most serious 
defects in some of their number. Part of this, no doubt, 
comes from a natural tendency in the expert to take a dark 
view of the defects of the structure he is examining. Never- 
theless, the result usually reveals enough defects to amply 
justify the precaution; and the results sworn to last week, as 
brought out by an inspection of the bridges of the New 
Jersey Central some two years ago, at least indicates the im- 
portance of making such inspections. It is proper to add 
that evidence in rebuttal was given, although not of a very 
effectual character, so far as appeared, being largely to the 
effect that the bridges when constructed had been regarded 
as first-class. This may well be and yet not affect positive 
testimony as to later deficiencies, such as that in question, 
which was offered by Mr. Bonzano, Vice-President and Chief 
Engineer of the Phoenix Bridge Co., and was in substance as 
follows: 

‘* One bridge at Middlebrook was strained far beyond the 
limitof safety, the strain being twice as great as usual 
at Bound Brook had the same faults. Fifteen 
bridges over streets of Plainfield and Elizabeth were also 
found unsafe, the strain being unusual and the deflection 
very great. All were renewed. The bridge over the Penn- 
sylvania Railroad tracks at Newark was one of the most un- 
safe structures that ever carried a train; while, with regard 
to the bridge over Jefferson street, Newark, it was a mystery 
how it supported its own weight; it was the most dangerous 
structure he ever saw. The renewal of these bridges was a 
necessity. The Newark Bay draw was also dangerous, and 
this was temporarily repaired.” 


One 


Whether or not buffer brakes for freight service will ulti- 
mately obtain general favor as against the more powerful 
but less convenient and more costly air-brakes must be re_ 
garded, as yet, among the very doubtful points. The proba- 
bilities seem to favor that for some time to come each will 
have earnest advocates, But whatever may be one’s predi 
lections, all must regret to see unfair or untrue arguments in- 
fluencing those who take either view, and two such appear in 
the report of the Western Railway Club’s discussion of the 
question in another column. 

The first of these unfair arguments is that, with buffer 
brakes, some one else gets the advantage of them beside the 
owner, because they operate wherever they are, and hence 
* wear themselves out” by ‘* doing braking for other people.” 
Under any proper view of the case, that should, it is hardly 
necessary to say, be regarded as their chief advantage—by 
far the strongest point in their favor. Certainly the 
objection should not be thought of for a moment, even by the 
poorest roads, unless it satisfactorily appeared, not only that 
the wear was greater because they operated everywhere, 
abroad as wellas at home (which isundoubted), but that the 
wear wascnough greater to make the cost to the home road 
greater than it would be with the other type, which operates 
on their own road alone. For, unless the cost were consider- 
ably greater in the first few years, a more short-sighted policy 
could hardly be imagined than to consider that an objection 
which, as soon as the use of the brake became at al) general, 
would be a great mutual advantage and economy. 

The second unfair objection rose from an error as to a ques- 
tion of fact. It was objected to the property of the brake 
that it puts itself on in descending a grade, that this would re- 
quire the engine to exert a pull going down grade, causing 
waste of power and fuel, and cutting off the advantage to be 
gained from momentum for ascending the next grade, which 
is often very necessary. The buffer brake, however, only 
operates when the cars are crowding upon the engine, and, 
in fact, crowding with some considerable force. There is 
therefore nothing to prevent the engineer running as fast as 
he pleases, for as soon as he—not pulls out but simply stops 
holding back—the brakes come off of themselves. In this 
point also buffer brakes are, theoretically, all that could be 
desired. The one great question about them is, do they put 
the brakes on, when they do put them on, with sufficient force 
to answer practical requirements! That they put them on as 
forcibly as the air brake is, we believe, not claimed. There 
is also the further weak point—or rather, the further advan- 
tage for air brakes—that when a train breaks in two they do 
not put the brakes on, and the air brake does. 











Record of New Railroad Construction. 





Information of the laying of track on new railroad lines is 
given in the current number of the Railroad Gazette as fol- 
lows : - 

Asheville & Spartanburg.—Track laid for thirteen miles 
south from Asheville, N. C., an extension of 5 miles. 

Boston d& Lowell.—The Woburn Branch’ is extended from 
Woburn, Mass., to Wilmington, 4 miles. 

Cloverport.—Completed from Cloverport, Ky., south by 
east to Coal Mines, 8's miles. 

Delaware & Hudson Canal Co.—A branch is completed 
from Mechanicsville, N. Y., toStillwater, 3 miles. 

Dubuque & Northwestern.—Track laid from Dubuque, la., 
west to Durango, 8 miles. 

Indianapolis d& Vincennes.—The Green County Branch is 
extended from Island City, Ind., to Linton, 2 miles. 

Kansas City & Southwesterna.—Extended from Winfield, 
Kan., southwest to Arkansas City, 27 miles. 

Minnesota & Northwestern.—Extended to Manly Junction, 
la., 17 miles. 





Pennsylvania,—A branch is completed from Manor, Pa., 
to Cloridge, 414 miles. 

San Antonio & Aransas Pass,—Extended south to Cal- 
veras Creek, Tex., 5 miles. 

This is a total of 84 miles on 10 lines, making 2,523 
miles thus far reported for the current year. The new 
track reported to the corresponding date for 14 years has 
been : 


1885 





sidings not being count d. 





NEW PUBLICATIONS. | 





Letters from Golden Latitudes, Issued by the St. Paul, 

Minneapolis & Manitoba Railway Company. 

This pamphlet contains a series of letters written by a cor- 
respondent, who describes in detail his impressions of a trip 
over the various lines of the St Paul, Minneapolis & Mani- 
toba road, and especially those in the Red River Valley and 
Northern Dakota. The descriptions are generally bright and 
interesting, and the narrative contains a good deal of statis 
tical and other information likely to be of service to intend 
ing immigrants. Naturally, the favorable side is presented, 
and the descriptions of farms in the Red River country are 
made as attractive as possible: but the pamphlet is not by 
any means a mere ‘ puff,” and its statements seem to be in the 
main fair, and not too highly colored, while it is in itself 
well written and interesting. 





THE SCRAP HEAP. 
A Narrow Escape. 

A dispatch from Augusta, Ga., Nov. 28, says: ‘A seri- 
ous accident was narrowly escaped to-day by the incoming 
train on the Port Royal road as it ran on the bridge over the 
Savannah River. Just below Augusta a drawbridge is used 
to allow the river steamers to pass, and it works with a cir- 
cular and lateral motion. The steamer‘ Alice Clark’ had 
just passed through the drawbridge, and it was being rolled 
into position when the train rushed unexpectedly around the 
curve and on the bridge. The tracks could not be put in per- 
fect position and the train could not stop suddenly, and it 
would have tumbled into the river but for the prompt work 
of the bridgeman. He hurried the draw into place, and the 
locomotive missing the rails jumped on the cross-ties and was 
stopped before any damage was done. Had the train been a 
half minute earlier it would have leaped into the river bed, 
50 ft. below. The engine was replaced on the track after sev- 
eral hours’ delay and the train ran into the city.” 

Quick Work in the Car Shop. 

The coach shop boys are noted for the lively work which 
they can turn out. To see how long it would take four men 
to builda short way-car, foreman John Divikey had two gangs 
of four men each start to work at a given time to construct 
separate way-cars. To stimulate the boys to their very best 
efforts, the gang which came out ahead were offered as a 
prize two boxes of that beautiful, clear honey for which the 
genial John has had a long-time reputation ef securing from 
his bees, and better than which don’t exist in the state (we 
expect to get a box for this compliment). Under the renewed 
stimulus the boys made things fly around that shop livelier 
than an old fashioned husking bee, the result being that J. 
E. Young, H. Kleebe, J. Boffenmeyer, and Theo. Miller 
captured the honey, having completed the car in just 59 
hours, the best record ever made in the Chicago, Burlington 
& Quincy shops, and defeating their competitors by 5 hours. 
—Aurora (Ill.), Beacon, Nov, 27. 





A Large Stone Shipped. 

The largest single stone ever shipped by any railroad in 
this country is being loaded on a car at the Erie railroad in 
Jersey City. The stone is for a monument in Buffalo, is 14 
ft. in diameter, weighs 15 tons, and cost $5,000. The car 
was prepared especially for the stone, two of the centre sills 
were cut off and braced, and this stone swung down through 
the floor. The height of the stone when loaded will be 15 ft. 
from the track.—Port Jervis Gazette. 

Railroad Young Men's Christian Association. 

The railroad department of the Young Men’s Christian 
Association of Minneapolis, Minn., reports for October a 
total membership of 173 persons, 27 new members having 
joined during the month. The total attendance at the rooms 
during the month was 1,029. Nine meetings were held, with 
a large attendance, and the Secretary reports 76 visits made. 
The reading rooms are now well supplied with local papers 
and with almost all the railroad and technical papers, and 
the attendance is large and increasing. 

A Terrible Accident. 

A dispatch from Little Rock, Ark., Nov. 1, says: ‘‘ An 
engine accidentally turned over owing to the sinking of one 
rail of the track at Gurdon, this state, on the St. Louis, Iron 
Mountain & Southern road, and M. F. McGinnis, a ma- 
chinist, who was watching the machinery, which he had just 
repaired, was caught beneath it. The live coals from the en- 
gine fell on his legs, and the steam burst upon his face and 
neck. He was caught in such a way that the engineer could 
not extricate him alone, nor could he remove all the fire, but 
did all in his power to relieve him. Mr. McGinnis bore his 
torture manfully. When he was dragged from the fire the 
clothing had all burned from his left leg and the flesh of his 
left hip was burned to the bone by the coals. His face and 
neck were scalded and his right side was burned to a crisp. 
His right leg was also badly burned. He lived 14 hours be- 
fore death came to his relief.” 

Guarding the President's Train. 

A Washington dispatch of Nov. 30 says: ‘‘ Immediately 
after the death of Vice-President Hendricks, Robert Garrett, 
of the Baltimore & Ohio Railroad, tendered to President 
Cleveland a special train, with every facility afforded by the 
Baltimore & Ohio system, to take him and his cabinet to In- 
dianapolis and return. President Cleveland decided that if 
he made the trip he would avail himself of the courtesy. 
Considering the great public concern for the safety of the 
President on the way, extraordinary precautions were taken, 
and probably in the history of railroading there have never 
been more complete preparations than those made for run- 
ning the presidential special. Officials over the entire line 
of the railroad were summoned to Baltimore for conference, 
and only those high in authority were acquainted with the 
fact that the presidential party would go over the road. It 
was cenamgell that twotrains should be run, the first one hour 








ahead of the other, and between them pilot engines and track 
walkers, so that no moment for an hour prior to the coming 
of the presidential special was there to be any cessatidn 
in the personal itspection of the track. The first 
train was td have two or three extra cars, closed up, 


so as to create the impression that the presidential 
party was aboard, this being done to avoid the 
crowds which might otherwise gather at the stations 


en route. The second special. which was to leave Washing- 
ton from a point known only to those in the confidence of the 
president, was to run one hour behind the first specia] and be 
composed of five private cars, namely. Mr. Garrett’s car for 
use of the president, and the cars of Vice-Presidents Spencer 
and Smith and General Manager Dunham and General Su- 
perintendent Lee, for the cabinet. Twofengines were ordered 
to be ready at cach division head-quarters, and in every in- 
stance to be most carefully inspected and thoroughly gone 
over. Prior to the arrival of the presidential party watch- 
men were to be placed at every station and crossing through 
out the entire system. All trains of whatsoever character 
were instructed not to move on the west-bound track upon 
any consideration, from the time of the arrival of the first 
special until the time of passage of the second, so thatany mis= 
hap was almost impossible. None of the changes of engines 
on the presidential special were to be made in the cities, but 
in each instance at points beyond, 

‘Late Sunday evening Maj. Pangborn was notified that 
the President would not go, but that several cabinet officers 
would, whereupon it was decided that the entire arrange- 
ment should stand and the trains be run exactly asthey would 
have been had the President been one of the%party. In = 
suance of this, the first special left Washington at 1 o'clock 
yesterday afternoon, The first train will arrive at Indian 
apolis at 8 o’clock and the second at 9 o'clock this morning.” 





@Qeneral Mailroad Mews. 
- MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Boston d& Albany, annual meeting, at the Meionaon in 
Boston, at 11 a. m. on Dec. 9. 

Boston & Maine, annual meeting, at the City Hall in Law- 
rence, Mass., at 10:30 a. m., on Dec. 9. 

Eastern, annual meeting, at the passenger station in Bos- 
ton, Dec. ¥. 

New York & New England, annual meeting, at the office 
in Boston, Dec. 9. 

New York, Providence d& Boston, annual meeting, at the 
office in Providence, R. I., at 10 a. m., on Dec. 9. 

Richmond & Danville, annual meeting, at the office in 
Richmond, Va., Dec. 9. 

Richmond & West Point Terminal Co,, annual meeting, 
at the office in West Point, Va., Dec. 8 


Dividends. 

Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Boston & Lowell, 3 per cent., semi-annual, payable Jan. 1. 

Chicago & Northwestern, 1° per cent., quarterly, on the 
preferred stock, and 3 per cent., semi-an! ual, on the common 
stock, both payable Dec. 24, to stockholders of record on 
Dec. 5. The company paid 315 per cent. on the common 





5. 
stock in June last; 2 per cent. on the preferred in June and 
134 in September. 

Chicago, St. Paul, Minneapolis & Omaha, 3 per cent, 
semi-annual, on the preferred stock, payable Dec, 31. This 
company has changed from quarterly to half-yearly divi- 
dend payments. 

Cincinnati, Indianapolis, St. Louis & Chicago, 1 per 
cent., payable Dec. 15. The last dividend paid was 1', per 
cent., April 16, 1883, 

Delaware d&} Hudson Canal Co., 14s per cent., quarterly, 
payable Dec. 10, to stockholders of record on Nov. 24. 

Jastern in New Hampshire (leased to Boston & Maine), 
24 ed cent., semi-annual, payable Dec. 15. 

Philadelphia, Wilmington & Baltimore, 4 per cent. , semi- 
annual, payable Jan. 2, to stockholders of record on Dec. 15. 
Railroad and Technical Conventions. 
Meeting and conventions of railroad associations and tech- 

nical societies will be held as follows : 

The Transcontinental Traffic Association will hold its 
next meeting in New York, on Monday, Dec. 14. 


The Central Passenger Committee will hold its next 
meeting in Cincinnati, on Tuesday, Dec. 15, 
The Master Car-Builders’ Club will hold its regular 


monthly meetings through the winter at the rooms, No. 113 
Liberty street, New York, on the evening of the third Thurs 
day in each month. 

he New England Railroad Club will hold its monthly 
meetings at its rooms in the Boston & Albany passenger 
station in Boston, on the evening of the second Wednesday 
in each month. 

The Western Railway Club will hold its regular monthly 
meetings at its rooms, No. 103 Adams street in Chicago, 
onthe third Wednesday in each month. 

Foreclosure Sales. 

The Toledo, Cincinnati & St. Louis road will be sold at 
public sale in Indianapolis, Ind., Dec. 30, under the concur- 
rent decrees of foreclosure granted by the United States Cir- 
cuit Courts for the several districts through which the road 
runs. Both divisions (from Toledo, O.,to Kokomo, Ind., and 
from Kokomo to East St. Louis, Ill.) will be sold at the same 
time. The purchasers will be allowed to pay in bonds all the 
purchase money in excess of the amount required to meet 
the court costs, receiver’s debts and other charges established 
as prior to the mortgages. 

The Texas d& St. Louis road was sold at public sale in 

Tylor, Tex., Dec. 1, in accordance with the decree of fore- 
closure granted by the United States Circuit Court. The 
sale included the entire Texas Division, with all the equip- 
ment and other property, and the road was bought for 
$1,700,000, by David B. Ogden, of New York, representing 
the bondholders’ committee. The road was purchased in ac- 
cordance with the agreement of reorganization. 
Baltimore & Ohio Employes Relief Association. 
The October sheet of this Association shows the payment 
of benefitsto members as follows : Main Stem, Transporta- 
tion Department, 145 ; Machinery Department, 160 ; Road 
Department, 94; Pittsburgh Division, 59: Trans-Ohio 
divisions, 155 ; physicians’ bills, 108 ; total, 721. 

The Commiteee of Management has decided to increase the 

natural death benefit to $250 until further notice. 

Western Society of Engineers. 
The annual election for officers of this society for the ensu- 
ing year will take place at the meeting to be held in the 
Society’s hall at No. 15 Washington street, Chicago, Jan. 5, 
1886. Members not expecting to be present can send letter- 
ballots to the Secretary, Mr. L. P. Morehouse. 


New England Railroad Club. 


monthly meeting of this club will be held at the 


The regular 
s m & Albany passenger station, Boston, on 


rooms, 





ae, © 
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Wednesday, Dec. 9, at 7:30 p.m. The subjects for discus- 
sion are: 

1. The Combination of Springs best adapted for use under 
Cars and Locomotives; which is the most economical for 
Freight Car Service, Spiral or Elliptic ? 

2. Is the most comfortable seat for the traveling public 
now in general use ? 

All interested are cordially invited to be present at the 
meeting of the club. 


Indiana Train Dispatchers’ Association. 

At the last meeting of the Indiana Train Dispatchers’ Associ- 
aiion, held in Indianapolis, Nov. 8, the question of amalga- 
mation with the American Train Dispatchers’ Association 
was discussed, and this question will be brought up again at 
the next meeting, which will be held in LaFayette, Ind., on 
Sunday, May 9. In addition to the business questions to be 
then brought forward, a number of subjects of interest to 
train dispatchers are assigned for discussion, and on each 
subject two members have eth iy roe to prepare papers. 
The subjects include: Uniform System of Train Orders, 
Qualifications of Railroad Operators, Time Orders, Train 
Order Signals at Way Stations, Train Dispatchirg by Special 
Order, and others of much interest and importance. 


ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Santa Fe.—The following circular 
from President Wm. B. Strong announces an appointment 
heretofore noted. It is dated Boston, Nov. 30: 

‘*Mr. C, W. Smith has been elected First Vice-President 
of the Atchison, Topeka & Santa Fe Railroad Co., and will 
assume duties of his office Dec. 1, with headquarters at To- 
peka, Kan. He will bave immediate charge of the Operating 
and Traffic departments of the road, and officers and em- 
ployés will respect his orders accordingly.” 


Chicago & Northwestern.—Mr. I. H. Shattuck having re- 
signed, Mr. Jacob B. Heckman has been appointed Superin- 
tendent of dining and parlor cars for thiscompany. 


Dakota & Great Southern.—Mr. J. W. Bishop, of St. 
Paul, Minn., has been chosen President; Wm. R. Marshall, 
Vice-President; H. Officers, Secretary. 


Florida Railway & Navigation Co,—The following from 

Ss eiga 2 Superintendent D. E. Maxwell is dated Fernandina, 
‘la., Nov. 23: 

‘*Mr. L, G. Randolph has been appointed Master Mechanic, 
vice R. V. Dohoney, resigned, and assumes the duties of said 
position on this day. His office will be at the shops at Fer- 
nandina, Fla., to which place all papers pertaining to this de- 
partment should be addressed.” 








Indiana Train Dispatchers’ Association.—The officers of 
this association are: President, S. Connors; Vice- 
President, D. E. Finley; Secretary, L. A. Boyd, Indianapo- 
lis: Executive Committee, the officers as above, A. A. Zion, 
H. 8. Tousley, F. W. Wilson and J. D. Gunn. 


Kansas & Arkansas Valley.—The incorporators of this 
new company are: John G, Adams, John G. Fletcher, G. 
W. Hughes, Henry Wood, Little Rock, Ark. ; Elisha Atkins, 
F. Gordon Dexter, C. W. Huntington, E. H. Winchester, 
Boston; R. T. Wilson, New York. 


Kansas City, Wyandotte d& Northwestern.—The directors 
of this new company are: Kirk B. Armour, E. E. Richard- 
son, J. J. Squier, Kansas City, Mo.; D. E. Cornell, John D. 
Cruise, E. 8. W. Drought, N. McAlpine, Wyandotte, Kan. ; 
George T. Anthony, Leavenworth, Kansas. 


Lawrenceville.—At the annual meeting in Lawrenceville, 
(sa., last week, the following gentlemen were elected direct- 
ors: T. M. Peeples, W. E. Simmons, James D. Spence, R. 
Brooke, C. W. Bhears, L. L. MeCleskey, E. Burkely. Col- 
onel T. M. Peeples was then elected President. 


Louisville, New Albany d& Chicago.—Mr. John H. Garri- 
sou is appointed General Southern Passenger Agent, and will 
have charge of the passenger interests of the company in the 
territory south of the Ohio River, in the state of Ohio, at 
Jeffersonville, Ind., and at New Albany, Ind. He will have 
his headquarters in Cincinnati. 


Louisville, New Orleans & Texas.—The following circulars 
are dated Memphis, Tenn., Nov. 28: 

‘The followmg changes and appointments are hereby 
made, to take effort Dec. 1: The office of Assistant Superin- 
tendent is hereby abolished. Mr. John Bradley, former 
Assistant Superintendent, is appointed General Agent, with 
headquarters at New Orleans. He will report direct_ to the 
(reneral Manager. Mr. W. N. Marshall is appointed Master 
of Transportation, with headquarters at Vicksburg. He 
will report to the General Superintendent. Mr. R. r Rey- 
nolds, former General Agent at New Orleans, will hereafter 
have the title of Commercial Agent, and will report to the 
General Freight and Passenger Agent, as formerly.” 

‘*Mr. W. N. Marshall having been appointed Master of 
Transportation, to take effect Dec. 1, with headquarters at 
Vicksburg, Miss., all employés in the Transportation De- 
partment, including station agents and telegraph operators, 
will report to him. His orders will be respected and 
obeyed.” 


Manitoba & Northwestern.—Mr. Alexander McDonald is 
appointed Assistant General Freight and Passenger Agent, 
with headquarters at Portage la Prairie, Manitoba. 


Memphis, Birmingham & Atlantic.—The following circu- 
lar from this new company is dated Memphis, Tenn., Nov. 
23 : 

‘* The Memphis, Birmingham & Atlantic Railroad Co. this 
day assumes possession and control of the railroad, fran- 
chises, property, etc., of the Memphis, Selma & Brunswick 
Railroad Co., and announces the following organization : 
James B. Pace, President, Richmond, Va. ; ily ro Jr., 
Vic-President, Memphis, Tenn.; Newman Erb, Solicitor, 
Memphis. Tenn.: R. H. Temple, Chief Engineer, Memphis, 
Tenn.: W. P. Dunavant, Superintendent, Memphis, Tenn. ; 
W. C. Watts, Secretary and Treasurer, Memphis, Tenn. ; 
J. W. Daniel Auditor, Memphis, Tenn.; Jas. S. Davant, 
General Freight and Passenger Agent, Memphis, Tennessee.” 


Mississippi & Tennessee.—At the annual meeting in Mem- 
phis, Tenn., Nov. 25, the old directors were re-elected, and 
subsequently re-elected all the old officers. 


Monson.—Mr. Warren Nickerson has been appointed 
Chief Engineer, and Mr. O. H. Tripp Assistant Engineer, 
with headquarters at Monson, Maine. 


New York, Lake Erie & Western.—The new board last 
week elected John King President; S. M. Felton, Jr., First 
Vice-President : Charles Paine, Second Vice-President ; 
Andrew Donaldson, Third Vice-President; A. R. Macdon- 
ough, Secretary; Edward White, Treasurer. The only 
change is the election of Mr. Donaldson as Third Vice-Presi- 
dent, a new office. He has been connected with the company 
for a year past, acting as Assistant to President King, and 
was previously Auditor of the Ohio & Mississippi. 


Philadelphia, Newton Square & Chester.—The officers of 
this new company are: President, Thomas M. King, Pitts- 


burgh, Pa.; ‘Directors, J. V. Patton, Ellenton, Pa.; J. B. 
Washington, Alleghany, Pa.: Nelson C. Griswold, John 8. 
McCleane, B. D. Smith, B. F. Young, Pittsburgh. 


Pittsburgh, Cincinnati d& St. Louis.—Mr. Frank G. Dar- 
lington has been appointed Superintendent of the Cincinnati 
& Muskingum Valley Division, vice W. F. Black, transferred 
to the Jeffersonville, Madison & Indianapolis. The appoint- 
ment took effect Dec. 1. 


Port Royal & Augusta.—Major John W. Green has 
been appointed General Manager of this road and its leased 
lines. The office isa new one, and the appointment is in- 
tended to relieve President Raoul, who has heretofore had 
direct charge of the management. Major Green is also Gen- 
eral Manager of the Georgia Railroad. 


Providence. Warren & Bristol.—At the annual meeting in 
Providence, R. I., Nov. 30, the following directors were 
chosen: T. P. I. Goddard, Wm. Goddard, Wm. R. Robeson, 
Royal C. Taft, Francis M. Weld, Henry A. Whitney. The 
board re-elected Henry A. Whitney, President; Waterman 
Stone, Superintendent; B. B. Torrey, Treasurer. 


Richmond & Petersburg.—At the annual meeting in Rich- 
mond, Va., Dec. 1, the following officers were chosen: Presi- 
dent, Frederick R. Scott; directors, R. R. Bridgers, H. K. 
Ellyson, D. W. Lassiter, H. Walters, W. T. Walters. 


Rome, Watertown d& Ogdensburg.—Mr. George C. Gridley 
is appointed General Passenger Agent in place of W. F. Par- 
sons, resigned. 


Roselle & South Plainfield.—The incorporators of this 
new a are : Calvin E. Brodhead, Flemington, N. J. ; 
John T. Leigh, Jr., Clinton, N. J. ; Patrick Connery, Perth 
Amboy, N. J. ; James R. English, Elizabeth, N. J.; David 
G. Baird, Beverly, N. J. ; John Hood, Camden, N. J.; J. 
Frank Schaperkotter, Philadelphia. 


Salina, Lincoln & Western.—The officers of this new com- 
pany are: President, A. Williams, Salina, Kan. : Vice-Presi- 
dent, C. Deems, Lincoln, Kansas. 


Staten Island Rapid Transit Co.—Ata meeting held in New 
York last week seven directors were elected in the interest of 
the Baltimore & Ohio Railroad: Thomas M. King and E. J. 
D. Cross, of Baltimore, and E. A. Leslie, Charles P. Craig, 
A. C. Rose, D. H. Bates and C. H. Sedgwick, of New York. 
The six directors who retain their places are: J. Frank Sim- 
mons, A. B. Boardman, James M. Davis, H. Holton Wood, 
Ex Norton and I. K. Martin. 


Union Pacific.—Mr. Hoyt Sherman, Jr., is appointed 
General Agent of the Passenger and Ticket departments for 
District No. 22, with headquarters at Salt Lake City, Utah, 
vice W. C. Borland, resigned. Appointment took effect 
Dec. 1. 

Waynesburg & Washington.—Mr. John E. Davidson, of 
Pittsburgh, has been elected Treasurer, and J. W. Reimer 
Auditor. Both are officers of the Pennsylvania Company. 








PERSONAL. 


—Mr. Robert B. Lyle has resigned his position as Purchas- 
ing Agent of the Missouri Pacific Railway. 





—Mr. W. F. Parsons has resigned his position as (+eneral 
Passenger Agent of the Rome, Watertown & Ogdensburg 
road. 


—Mr. R. H. Soule has peeeees his position as Superintend- 
ent of Motive Power of the New York, West Shore & Buffalo 
road. It is reported that Mr. Soule will succeed Mr. Wilder 
as Superintendent of Motive Power on the New York, Lake 
Erie & Western road. 


—Mr. I. G. McCuen, Superintendent of Machinery of the 
Atlantic & Pacific Railroad, died very suddenly at Albu- 
querque, N. M., Nov. 19, of heart disease. He hed been ail- 
ing for some time, but was apparently in good health up to 
the evening of his death. 


—Mr. Charles H. Fisher, for many years Chief Engineer 
of the New York Central & Hudson River Railroad, and an 
engineer of high standing, was recently obliged to retire from 
active work. It is understood that Mr. Fisher is suffering 
from softening of the brain and that his mental condition is 
such that it is not probable he will ever be able to return to 
duty. 


—Mr. Andrew Donaldson, who was last week elected Third 
Vice-President of the New York, Lake Erie & Western Co., 
was for many years connected with the Ohio & Mississippi. 
Entering the service of that company as a clerk, he was 
appointed after some years Paymaster, Assistant Auditor 
and finally Auditor. He resigned that position about a year 
ago and has since been acting as assistant to President King 
on the Erie. The position of Third Vice-President to which 
he was chosen is a new one. 


—Mr. Peter Donohue died in San Francisco, Nov. 27, aged 
about 55 years. Mr. Donohue was born in Ireland, and at 
an early age came to this country and resided for some time 
in Paterson, N. J., where he learned his trade as machinist. 
In 1849 Mr. Donohue went to California, where, instead of 
engaging in mining, as most of the emigrants at that time 
did, he started a machine shop in San Francisco. He was 
very successful, and in a few years was at the head of a large 
establishment. He was also concerned in starting the first 
gas works in San Francisco, from which he derived large 
profits. Mr. Donohue was for many years almost the sole 
owner of the San Francisco & North Pacific road, which he 
built in large part from his private means, and he was presi- 
dent of the company at the time of his death. 


—The Portland Oregonian says of Mr. Thomas B. Morris, 
whose death in Oakland, Cal., was briefly announced last 
week: ‘‘ A telegram from San Francisco announces the decease 
of Thomas B. Morris, at Oakland, on Sunday, from paralysis. 
Mr. Morris was the son of Wm. E. Morris, a distinguished 
civil engineer, who visited this coast in 1871, and a grandson 
of Hon. Thomas Burnside, one of the famous common — 
and supreme judges of Pennsylvania. He adopted civil en- 
gineering as a profession, and after performing very credit 
able work in the eastern states, assisted in building 250 miles 
of the Union Pacific Railroad in the neighborhood of Prom- 
ontory Point, under Chiet Engineer Grenville M. Dodge, 
whose confidence and esteem healways retained. He then 
took charge, in 1871, of the Pacific Division of the Northern 
Pacific, acting as Principal Assistantto Chief Engineer Col. 
Wm. Milner Roberts, and it is no small praise of Mr. Morris 
to say that he was trusted implicitly by that veteran engineer 
and high souled gentleman. He also had the location and 
building of the narrow-gauge road in the Willamette Valley, 
known as the Oregonian Co., Limited. For a number of 
years Mr. Morris has assisted largely in developing the coal 
mining interests in Pu Sound, notably the Renton and 
South Prairie mines. omas B. Morris was not only a most 
skillful engineer, but he was a high-minded and honorable 
gentleman, a dutiful son,a dev husband and father, and 
a faithful friend. His death will be deeply lamented by a 
large circle of friends, and most by those who knew him best, 





He was about 42 yearsold, and leaves a wife and three chil- 
dren.” 


TRAFFIC AND EARNINGS. 


Petroleum. 
The production and shipments of petroleum from the Pennsyl- 
vania and New York oil wells for October are given by Sto- 
well’s Petroleum ee 4 follows, in barrels of 42 gallons: 
5 8 








; 1884. Inc. or Dec. P. ¢ 
Production............ 1,874.105 1,961.866 ‘ 87.761 4.5 
Shipments. ...... ... 2,050,150 2.510.283 D. 460,133 18.3 
Stock, Oct. 31........- 34,763,857 38.192,317 D. 3,428,460 9.0 
Producing wells. ...... 23,062 21.859 I 1,203 5.5 


Of the total output the Allegheny District in New York 
furnished 12.7 per cent.; the Bradford District in Pennsy]- 
vania 37.8 : the Warren District 11.9, and the Lower Dis- 
trict 37.6 per cent. The production is the largest reported 
in any month for a year past. 

The shipments, although showing a lafge decrease from 
last year, were still greater than the production. 

The stock on hand decreased 176,045 barrels during the 
month, that being the excess of shipments over production. 

There were 397 new wells completed in October, the larg- 
est number reported in any month since May, 1882. At the 
close of the month there were 355 new wells drilling. 

Shipments of oil for the month were divided as follows : 

Crude. Refined. Total. PY. ©. 








New York......... 492,674 92,487 5*5,161 28.6 
Philadelphia... . 37 187,734 346 
Baltimore ......... 24,954 4.0 
rare oe 51,239 101,194 7A 
Cleveland..... jgucwaauged 246,728 Sie sad 246,728 120 
ES . | re 79,891 3.5 
Local points ....... ... 136,113 66,143 202,258 9.9 
Refined at Creek re- 

_ Eanes GRR saenesas oa 800 

\ errr OF 472.512 2,050,150 100.0 


In this table the refined oil is that refined at Creek refin 
eries; it is reduced to its equivalent in crude, so that the 
total represents the amount of crude oil shipped to each 
place, wantiear going in crude or in refined form. 

Railroad Earnings. 
Earnings of railroad lines for various periods are reported as 
follows: 

Ten months to Oct. 31: , 

5 1884. Inc. or Dec Pic 





1885. " 
Atch.,T. & S. F..$12.714,609 $13,594,879 D. $8&0,270 6.5 
Net earnings... 6,045,404 6.468.729 D. 423.395 6.6 
Balt. & Potomac. 1,099,414 1.017.584 I, 81.830 8.0 
Net earnings... 445.033 337,335 1. 107.698 32.0 
Ches. & Ohio.... 2,763,589 2.953.613 D 190,074 6.4 
E. Ten., Va. & G. 3.309.812 3.236.639 1 TBAT 2.3 
Net earnings... 1,061,031 1.194.629 D. 152,598 11.1 
Ft. Worth & D.. 387.581 401,611 D 14,030 3.5 
Net earnings... 167,578 182.444 D. 12,866 7.0 
Mem. & Charley. 1,029,954 1,111,864 D. 81,910 7A 
Net earnings... 175,278 310.900 D. 135,622 43.6 
Mexican National 1.285,158 1,334,508 D 49 350 3.7 
Mobile & Ohio... 1,837,670 1,622,443 D 84.773 52 
Net earnings. . 265,323 338031 D 72,708 21.8 
N.Y.& N.England 2,495,275 2.452.448 | 42.827 1.7 
Net earnings. .. 868.225 427,751 I 340,474 645 
Norfolk & West.. 2,251,040 2.219.240 LL. 31.800 1.4 
Net earnings... 895.249 963,612 1D. 68,363 70 
Northern Cen... 4,499,629 4.604.803 D. 105,174 2.3 
Net earnings... 1,806,126 1,770,767 I. B39 2.0 
Northern Pac.... 9.324,970 10.738.697 D. 1.413.727 13.2 
Net earnings... 4,537,605 5.214.959 D. 677.354 13.2 
Pennsylvania..... 37,596,806 40,846,647 D. 3.249.841 8.0 
Net earnings... 13,159.784 15,467,962 D. 2,308,178 1409 
Phila. & Reading 23.971,564 26.102.464 D. 2,130,900 8.2 
Net earnings.. 9.995.192 11,046.732 D. 1,051 540 95 
West Jersey ..... 1,113,765 1.15.,676 D. 39.911 RO 
Net earnings... 431,381 47,805 D. 36,514 7.8 
Month of October : 
Atch., T. & S. F. $1,676,075 $1.742.059 D. $65,984 3.8 
Net earnings.. 1,009,759 1,017,528 D. 7.769 OS 
Balt. & Potomac. 125,145 114377 IL. 10.768 9.4 
Net earnings... 60.380 39.895 T. 20,485 51.3 
Ches. & Ohio.... 308,665 270,180 I. 48.485 14.2 
Cleve. & Canton. 27.119 29.861 D. 2.742 92 
Net earnings... 6,929 9.096 D. 2167. 24.0 
E. Ten., Va. & G. 411.380 T. 909 0.2 
Net earnings... 191,708 I. 9,197 4.8 
Ft. Worth & D.. 39,867 I. 3,926 99 
Net earnings... dD. 1,660 42 
Mem. & Charles. & 550 6.0 
Net earnings .. I. 197 32.45 
Mexican National 128,610 dD. 642 12.1 
Mobile & Ohio.. 224.878 I. 419 6.3 
Net earnings... 97,021 I 424. 14.6 
N.Y.& N. England 339.966 I 33232 610.8 
Net earnings... 155.726 I. 50,016 47.2 
Norfolk & West.. 285,965 288.495 D. 2.530 0.9 
Net earnings... 143.707 155,768 D. 12,061 7.7 
Northern Central. 534.010 519,794 =I 14.216 2.7 
Net earnings... 244,126 240,785 1 3.341 14 
Northern Pacific, 1,522,285 1,461,511 I 60,774 42 
Net earnings... 868,614 824.716 I 45,898 5.3 
Pennsylvania..... 4,359,171 4.447.544 D 88.373 1.9 
Net earnings... 1.934,811 1,922,700 I. 13,111 0.7 
Phila. & Reading. 2.878,370 2,940,541 D. 62.171 2.1 
Net earnings... 1,418,070 1,281,094 I 136.976 10.6 
West Jersey..... 95,704 92,800 I "2,844 31 
Net earnings... 37,488 30,812 I 6,676 215 
Third week in November: 
Buff., R. & Pitts. $28,934 $24,383 LL $4,551 18.8 
Bur., C. R. & No. 78,269 71,554 I. 6.760 9.4 
Canadian Pac. .. 182,000 144,000 I. 38.000 26.4 
Chi. & Alton.... 210,819 202,711 I. 8.108 4.0 
Chi. & East. M.. 46.879 36,529 1. 10,350 28.0 
Chi., Mil. & St. P. 635,000 549.042 1. 85.958 156 
Chi. & Nor’west. 563.500 86,000 I. 76500 15.7 
C., St. P.,M.& 0. 147,500 128.800 1. 18.700 14.5 
Chi. & W. Mich.. 28,714 23.332 IJ. 3,382 13.4 
C.,1,&.L. &Cc. 45.435 47.878 D. 2,443 5.1 
Denver & R.G.... 128,901 107,907 I. 35,094 287 
Det., Lan. & No. 21,532 24,954 D. 8422 «613.7 
Illinois Central .. 209,309 284,982 I. 24.318 8.5 
Iowalines .. .. 44,800 38.369 1. 6,431 16.9 
Ind., Bloom. & W. 60,329 46.990 I. 13.939 28.4 
Long Island..... £0,144 41.157 I. 8,987 2L9 
Louis. & Nash... 267,460 201,150 D. 24,690 8.1 
Mil.,L. 8. & W.. 31.390 22,625 1. 8.768 38.3 
Mil. & Northern. 11,715 10.011 L 2704 27.0 
St. L. & San F. . 121,914 92.329 I. 29,585 32.1 
St. P. & Duluth. 38,447 45,837 1. 2.610 7.3 


ion 
Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
a ies to early statements of monthly earnings. 
Coal. 
Coal tonnages for the week ending Nov. 21 are reported as 
follows : 
1885. 1884. Ine orDec. Pe. 
Anthracite .. ....00ccc00-+% 829,606 900,765 D. 71,159 8.9 
Eastern hituminous. ........ 199,506 205,122 D. 5.616 2.7 
METER. <ccccse cvvsszcse oss ee 59.529 47.659 1, 11,870 24.7 
Anthracite trade is active with a continued large demand 
ior the sizes chiefly used for domestic purposes. Coke ton- 
nage continues to show a great improvement. 

‘oal shipments over the Norfolk & Western road from the 
Flat Top Region in October were 71,480 tons; for the ten 
months to Oct. 31 they were 516,366 tons. 

The coal tonnage of the Pennsylvania Railroad for the week 
ending Nov. 21 was: 


Coal. Coke. Total. 1884. 
Line of road.... 149,533 58.444 207,977 196,374 
From other lines. 100,715 1,085 101.800 81,562 


Total..... .... 250.248 59,529 309.777 277 926 
Year to Nov. 14.10,085.035 2,298.954 12,383,389 11,826,935 





Increase for the week, 31,841 tons, or 11.5 per cent. : in- 
crease for the year, 556,454 tons, or 4.7 per cent. 
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Cumberland coal shipments for the week ending Nov. 21 
were 65,358 tons. Total to Nov. 21 this year, 2,487,581 ; last 
year, 2,601,054: decrease, 113,473 tons, or 4.4 per cent. 

Actual tonnage passing over the Huntingdon & Broad Top 
road for the eleven months to Nov. 28 was: 

885 1884. 


1 Inc. or Dec. rt. 
Broad Top coal... 153.740 181,185 D. 27.445 152 
Cumberland coal.. 419,050 376,221 I. 42.8°S 11.4 


Total 572,790 557,406 1. 15,384 2.8 

The Broad Top coal is mined on the line : the Cumberland 
is carried through from Mt. Dallas to Huntingdon for the 
Pennsylvania Railroad. 

Anthracite coal tonnage passing over the Shamokin Divis- 
ion, Northern Central road, for the eleven months to Nov. 
28 was this year 938,581 ; last year, 980,714 ; decrease, 
$2,133 tons, or 4.3 per cent. 

The coal tonnage of the Pennsylvania Railroad Division 
of the Pennsylvania Railroad, for the eleven months to Nov. 
28, was: 





1885. 1884. Inc. or Dec. Pc 

ok. 10,327,424 9,471,285 «1 851159 9.0 
Gat ee 2455.634 2.615352 D. 29718 99 
Total . 12,678,058 12,086,617 L 591441 4.9 


This includes all tonnage passing over the road, whether 
originating on the line or received from other roads. 
Cumberland coal shipments for the eleven months to Nov. 





28 are reported by the Cumberland Civilian as follows : 

' 1885 1884. Ine or Dee. Pe 
Baltimore & Ohio........ 1,823,591 1.992.550 D.168959 8.4 
Bedford Div., Pa. R. R.. 376.607 341.485 I. 45,122 10.5 
Ches. & Ohio Canal..... 354.4098 338,028 I. 16,381 4.9 

Total... . 2.554,007 2,672,063 D. 117,456 44 
Loca! deliveries are included in the Baltimore & Ohio ton- 
nage. Shipments from mines to the distributing point at 


Cumberland this year were: Cumberland & Pennsylvania 
tailroad, 1,653,649 ; George’s Creek & Cumberland, 539.- 
169; West Virginia Central & Pittsburgh, 364,517; total, 
2,557,335 tons. 
Cotton. 
Cotton movement for the three months of the crop year from 
Sept. 1 to Nov. 27 is reported by the Commercial and Finan- 
cial Chronicle as follows, in bales : 


Interior markets : 1885. L884. Inc. or Dee. P.c 
Receipts isk 1,695,217 1,405,429 I. 259,788 18.5 
Shipments. ... --- 1,340,662 1,155,511 I. 185,151 16.0 
Stock, Nuv 27 .. ..... 240,405 267,133 I. 73,272 27.4 


Seaports ;: 


BROCRIING... ivckasscearen 2,425,°82  2,505.451 D 80,169 32 
EEPOFGS. .65. cesecves 1.821.918 1,592,996 D. 71,078 5.1 
Stock, Nov. 27 . 855.738 903,662 D 47,924 53 


It should be remembered that a considerable part of the 
shipments from interior markets reappears in the receipts at 
the seaports. es 

The Chronicle says: ‘In the table below we give the re- 
ceipts from plantations and acd to them tke net overland 
movement to Noy. 1, and also the takings by Southern spin- 
ners to the same date, so as_to give substantially the amount 
of cotton now in sight : 


1885. 1884 1883. 1882. 
Receipts at the ports to 
NOV. 27 .....06 2+. 2,425,282 2,505,451 2,420,284 2,442,337 
Interior stocks on Nov. 
27 inexe’s of Sept. 1. 524.555 249.918 325,408 259.215 


Total receipts from 

















plantations........ 2,749,837 2,755,369 2.745.692 2,701,552 
Net overland toNov. 1. 153,156 98,274 126,859 93,857 
Southern consumption 

to Nov. 1....  . ... 60,000 59,€00 59.000 59.000 

Tot. insight Nov. 27,.2,962,993 2,903,643 2,931,551 2,854,409 
N’r’n spinners’ takings 

to Nov 27 418,737 563,086 500,391 


nts <oeeee, ee 
‘It will be seen by the above that the increase in amount 
in sight to-night, as compared with last year, is 59,350 bales, 
the increase as compared with 1883 is 31,442 bales and the 
increase over 1882 is 108,584 bales.” 
Duluth Flour Shipments. 

The St. Paul Pioneer-Press of Nov. 25says : ‘The St. Paul 
& Duluth’s flour business for the season has been much in ex- 
cess of that of any former years. The exact figures have not 
yet been prepared, but they will run a little over 1,000,000 
barrels. The following figures show the number of barrels 
furnished the several lines running out of Duluth by the St. 
—- — during October and ten months expiring 
October 31 : 





Boat Line. October. Ten moovths. 
Te eee i aneaereamemie 69,137 HT 
N. W. Transportation Co .... ....... 23,025 103,377 
WR MEG oiccceks Sacecdaseacseunes 45,927 323 464 
CN NO ID. os. dain cde tscccienan 10,611 32,407 
Other boats..... i de. aes lade eaniee 1,000 31,500 

otis ss ea cephal Setate awateason 149,694 952,322 


**The season of navigation at Duluth will close to-day. The 
last boat to leave is the ‘ Kasota.’. She will clear this after- 
noon with 19,000 barrels of flour.” 

Southern Passenger Committee. 

A dispatch from Atlanta, Ga., Dec. 2, says: ‘‘ The Southern 
Passenger Agents’ Association, composed of general passen- 
ger agents of railroads south of the Ohio and east of the Mis- 
sissippi, met here to-day gwith T. M. Emerson in the chair 
and C, A. Taylor Secretary. The first business taken up 
was the organization of the so-called passenger pool by the 
formation of a Southern Passenger Committee, with a Gen- 
eral Commissioner. The constitution for such an associa- 
tion was read and adopted, and to-morrow the by-laws 
reported will be adopted. The trouble between the West- 
ern & Atlantic road and the East Tennessee system will be 
referred to a committee of arbitration under a basis pro- 
posed by Mr. Emerson. He says there is no doubt that a 
permanent peace will be made between the lines. 

Western Freight Association. 


Information has been received here from Milwaukee to the 
effect that the St. Paul management there has decided to 
accept the proposition made to it to put an end to the differ- 
erences now affecting the Western Freight Association. The 
proposition was to the effect that all dressed beef carried 
under the contract with Hammond & Co. should be put into 
the pool at 35 cents per 100 pounds, or 4's cents less than 
the tanff rate. This isto be done, although the dressed-beef 
rate from Omaha to Chicago will continue to be 39!; cents. 
The proposition is favored by all the lines in interest, so that 
it is probable that the difficulty between the lines in interest 
will be averted. The contract between the St. Paul road 
and Hammond & Co. is for five years, although it was 
entered into only two or three days before the Western 
Freight Association agreement was signed.—Chicago Inter- 
Ocean, Nov. 28. 
Buffalo Grain Traffic. 


Buffalo grain receipts by lake from the opening to Nov. 30 
have been as follows for four years past, Y sean in barrels and 








grain in bushels, flour being reduced to wheat in the totals : 
1885. 1884. 1883. 1882. 
FIOUP escas -+ ee. 2.783.058 2,500,586 2,057,731 1,791,353 
GIN ok sins succes 48,909,371 55,455,299 65.331,567 48,546,943 
Total, busbels,. 62,827,161 67,958,229 75,620,222 57,503,708 


The current year shows the heaviest receipts of flour, 





although the grain receipts fell below those of 1884 and 
1883, and were but very little greater than those of 1882. 

For the same period shipments eastward of grain received 
by lake were, in bushels: 


1885. 1884. 1883. 1882. 
By canal.. .. .. 31.714.027 38,078.407 42,609,204 29,683,880 
By rail... . 10.539.545 11,387,710 15,618,366 11,592/075 
Total ........ 42,253,572 49,466,117 58.227.570 41,185,955 
Per cent. by rail 24.9 23. 26.8 27.9 


The period of canal navigation has varied very little in the 
four years, the canal having opened May 11 this year and 
in 1883, and May 7 in 1884 and 1882. The number of boats 
cleared at Buffalo up to Nov. 30 was this year 5,655, against 
6,281 last year, 6,796 in 1883 and 6,571 in 1882. 


New Passenger Routes, 

The new Wabash route from St. Louis and Kansas City to 
St. Paul and Minneapolis will probablv be opened by Dec 1. 
The route heretofore has been from Mason City, Ia., to St. 
Paul over the St. Paul road, but hereafter the route will be 
from St. Louis or Kansas City to Albia, Iowa, over the 
Wabash ; from Albia to Lyle, Minn., over the Central Iowa 
road, and from Lyle to St. Paul over the Minnesota North- 
western road. 

A new line between St. Louis and Memphis has been 
formed by the Missouri Pacific and the Kansas City, Spring- 
field & ee companies, through trains being run over 
the last named road from Memphis to Nettleton, Ark., and 
over the Missouri Pacific Iron Mountain line from Nettleton 
to St. Louis. 


New England Railroad Earnings. 


The following are reports of New England railroads for the 
year ending Sept. 30: 





Net 
Earnings. Expenses. earn. 
Nantasket Beach.... $22,437 $13,771 $8,666 
1883-84 . ‘cae aa iel ice oe 23.720 *2.694 
Providence, Warren & Bristol.. 112.565 15.260 
33- flaca aatindee, meee 123,975 1,851 
* Deficit. 


Most of the important lines have reported for the year. The 
reports generally show reductions in working expenses. 


Passenger Rates. 

On Dec. 1, in accordance with the agreement recently made, 
all the trunk lines raised their passenger fares to the standard 
agreed upon. The Baltimore & Ohio, however, in accordance 
with its notice previously given by it, declined to raise the 
fares in connection with the other roads, and will maintain 
until further notice the lower rates at which it has heretofore 
been selling tickets. 








RAILROAD LAW. 


Tickets at Reduced Fares—Contract. 


In a recent case before the Iowa Railroad Commission, A. 
Springer bought for $31 a ticket entitling him to 25 rides 
between Prairie City and Ottumwa. This amount reduced 
the fare to 2 cents per mile; the fare on a ticket regularly 
purchased at the office was 3 cents per mile. On the face of 
the ticket, to which his attention was especially called, was a 
condition to the effect that the time would expire on Sept. 1. 
Mr. Springer failed to use up the tickets by that time, 11 of 
the rides being left, and at his request the local agent sent 
the ticket to the general office and asked an extension of time 
in which the remaining 11 rides may be used. This the com- 
pany declined. They figured up his 14 rides at the regular 
rate of fare, 3 cents per mile, and sent him a voucher for the 
balance, $4.96. Mr. Springer thereupon complained to the 
Commissioners, who, after hearing the case, decide as fol- 
lows : 

‘* Mr. Springer received the ticket w:th a full knowledge of 
the conditions which were upon it; he could have refused it 
and received back his money. He knew that the station 
agent had no authority to modify the contract, and if he 
failed to realize the advantage he expected, it was because he 
did not comply with the requirements. 

‘*The company proposed, provided he rode 25 times within 
a limited period, ‘beck him his rides at 6624 per cent. of the 
usual fare; he did not do so and they properly charged him 
the full rate. The only object in selling this kind of a ticket 
at reduced rates is to increase and stimulate travel: if it does 
not do this, there is no reason for the discount. It is true the 
ticket was for less than three months, and they were in the 
habit of selling those tickets running over a period of three 
months, but it was competent for the company to fix the 
period when these special tickets should expire, and the com- 
plainant knew that they had done so when he took the ticket. 
We are of the opinion that Mr. Springer has under the cir- 
cumstances no cause for complaint.” 





Injury to Employe—Low Bridge. 

In the case of Rowand against the Baltimore & Ohio & Chi- 
cago Co., on appeal, the Indiana Supreme Court holds as 
follows: 

When a complaint in an action for personal injuries against 
a railroad company shows the construction by the company 
of a highway bridge over its railroad track of an insufficient 
height to enable its brakemen to perform their labors and 
discharge their duties without great danger and hazard to 
the life and personal safety of such brakemen; the de- 
fendant’s knowledge of the insufficient height, and that 
it was dangerous and unsafe for its brakemen to perform 
their labor while passing under the bridge ; the plaintiff's 
ignorance of the facts that the bridge was too low and 
that it was dangerous for him to perform his duties, and 
that, while passing under the bridge in the discharge of 
his duties he was struck. injured, etc., it shows a good 
cause of action against the railroad company. A rail- 
road company is and ought to be required to construct and 
maintain its overhead structures in such a manner that its 
employés can perform their duties with reasonable safety. 








OLD AND NEW ROADS. 


Asheville & Spartanburg.—The track onthe extension 
of this road is now laid for 13 miles southward from Ashe- 
ville, N. C., leaving only 7 miles to reach Hendersonville, 
the terminus of the old part of the road. 


Atchison, Topeka & Santa Fe.—This company’s 
statement for October and the ten months to Oct. 31 is as 
follows: 

















- October. — —— Ten months.—— 

1885. 1884. 1885 ; 
Miles worked.... 2,397 2,354 2,381 2,336 
Earnings -. $1,676,075 $1,742,059 $12.714.609 $13.594.875 
Expenses ....... 666,316 724,531 6,669,295 7,126,150 


Net earnings... $1,009,759 $1,017,528 $6,045,404 $6,468,729 

For the ten months the gross earnings decreased $880,270, 
or 6.5 per cent., and the — $456,945, or 6.4 per cent., 
leaving a decrease of $423,325, or 6.6 per cent., in the net 
earnings. 


Baltimore & Ohio.—Nothing further has been made 
public with regard to the extension of this company’s line 
from Bound Brook, N. J., to the proposed New York bay 
terminus on Staten Island. The situation appears to be, 
that the company will have no difficulty under the general 
railroad law of New Jersey in constructing its line from 
Bound Brook to Staten Island Sound, but the construction 
of the bridge over the sound cannot be undertaken without 
consent both of Congress and of the New Jersey Legislature. 
A strong opposition is present in both parties, but it is prob- 
able that the consent of Congress can be obtained without 
difficulty, but theaction of the New Jersey Legislature is un- 
certain. It is possible, however, that much of the opposition 
to the sounanelt held is intended to discourage the —_- 
from undertaking its new enterprise and that, when tested, 
itmay not be found as formidable in action as it is now in 
words. It is evident, however, that no bill authorizing a 
bridge to Staten Island will go through the Legislature with- 
out opposition. 


Baltimore & Potomac.—This company’s statement 
for October and the ten months to Oct. 28 is as follows: 

















- October — ——Ten months.—— 

1885. 1884. 1885. 1884. 
Earnings, ......$125,145 $114,377 $1,099.415 = $1,017,585 
Expenses... .... 64,765 74,479 654,382 680,250 
Net earnings.. $60,380 $39,898 $445,033 $337,335 


For the ten months the gross earnings increased $81,830, 
or 8 percent., and the expenses decreased $25,868, or 3.8 
per cent., the result being a gain of $107,698, or 32 per 
cent., in net earnings. 


Beach Creek, Clearfield & Southwestern.—I 
has been reported that this rcad was to be reorganized 
through foreclosure of the mortgage, that being considered 
the only way out of the difficulties surrounding the present 
organization. The officersof the company state, however, 
that this report is not correct, the committee having in 
charge the settlement of the company’s affairs not having yet 
agreed upon a course of action. A report that the outstand- 
ing bonds had not been legally issued is also contradicted by 
authority. 


Boston & Lowell.—It will be remembered that some 
time ago notice was given of the termination of the contract 
between this company and the Concord Railroad Co. By the 
terms of the notice the contract would have expired Dec. 1, 
but it is now announced that a conference between the 
officers of the two companies has removed the differences 
which had caused the notice to be given and the contract has 
been renewed. 

The work on the new Woburn Division has been completed 
and the road accepted by the Railroad Commissioners. 
Trains will begin to run over the new line Dec. 14. The new 
line starts from the terminus of the old Woburn Branch and 
runs through Woburn and North Woburn to the main line 
near Wilmington, a distance of about 4 miles, making a loop 
or second hne from Winchester to Wilmingtcn, about 6 miles 
in length. The new line has a double track and will be used 
. as the main line, the old line being kept in use for 
ocal business. 


Boston & Maine.—The Boston Advertiser of Dec. 1 
says : ‘‘ The report that the Boston & Maine and the Fitch- 
burg railroad companies have agreed to build a grand union 
station is at least premature. No contract has been signed, 
and there is always room for failure until this event is 
reached. But the joint committee of the two companies, 
which has had the subject in hand for some time, is agreed 
upon the general features of the proposition, and, so far as is 
known, the directors of both companies are in favor of the 
idea and of the plan presented by the committee. It is 
believed, therefore, that shortly all the details will be per- 
fected, a contract signed, and the work of construction 
entered upon. 

‘‘It is preposed to dispense with the present Boston & 
Maine station in Haymarket square, and with the- Fitch- 
burg and the Eastern stations on Causeway street; also 
with the freight houses of the Boston & Maine, which are be- 
tween the Fitchburg and the Eastern passenger stations. The 
ground thus cleared on Causeway street will be the site of 
the new station. It will be as near the Boston & Lowell 
station as the Eastern now stands, and will extend east to the 
street which flanks the Fitchburg station on the west. The 
plans have been drawn by Mr. N. J. Bradlee, and consist of 
a head-house on Causeway street, back of which will be the 
train shed. The head-house will have a large, square centre 
building, with a clock tower on thefront. The mainentrance 
will be here, and will comprise five arched doorways 
into a vestibule. On either flank of this house will 
extend wings of equal size and height, set back slightly 
from the front line, and each having a low tower at 
the outer corner. This building will be three stories 
high, with a pitch roof and dormer windows, making it 
practically four stories. The entire first floor is to be used 
in common by both companies, except in the train-shed, and 
there the Fitchburg is to have its tracks on the west, the 
Maine in the centre and the Eastern on the east. Back of 
the vestibule is to be a large, square general waiting hall. 
On the right, by the vestibule, will be a bundle room, next 
beyond the Boston & Maine ticket office, and then the Fitch- 
burg ticket office. Back of the ticket offices (to the east), will 
be the men’s waiting and toilet rooms, and back of the bundle 
room , in the southeast front, similar rooms for women. On 
the other, or west side, of the general waiting room will be 
the news and telegraph room, further on the lunch counter, 
next the stairs, and last the barber shop. Back of these will 
be the dining room and serving rooms. The second, third 
and fourth floors will be devoted to offices. The Fitchburg 
will occupy the west side and the Maine the east side. 

‘* It will, of course, be greatly to the advantage of these 
companies, and in most respects to the public, to supplant 
three old stations, which are inconvenient and unsafe, with a 
modern structure, having all the facilities that experience 
suggests as desirable. The only disadvantage will accrue to 
that portion of the public which now patronizes the Boston 
& Maine and finds it more convenient to be brought as far 
into the city as Haymarket square. The loss of this advan- 
tage, however, will be more than compensated, in the estima- 
tion of many, by the greater safety, convenience and ele- 
gance of the new structure, and the quicker time that will be 
made by the trains, owing to the reerrangement of tracks 
which will then be possible. At present the tracks of the 
Maine, the Eastern and the Fitchburg cross each other at 
grade just before crossing the Charles River into the city. 
Each train, therefore, has to make two stops, and 
even when all possible ‘precautions are taken, there is 
still danger of collisions. These crossings will be ob- 
viated by an exchange of land. The Fitchburg 
track, which comes from the west, will keep on the west 
side, the Maine will be in the centre, ard the Eastern on the 
east. They will then put in interlocking signals where they 
are crossed by the Grand Union or belt railroad, and thus 
avoid the stops otherwise required by law at ‘ know-nothing’ 
crossings. This, it is estimated, will save nearly or quite five 
minutes to each train, besides obviating entirely all existing 
—— 





he change will enable the Boston & Maine to sell at a 
good price some first-class business locations, so that it can 
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really make money by building a new station. The Fitch- 
burg can probably, also, dispose of its old location for as 
much, or nearly as much, as the new will cost. The Maine 
freight houses, which are now between the Eastern and Fitch- 
burg, will have to be removed to Charlestown, where already 
the Fitchburg and the Eastern freight houses and yards are 
located. There is an abundance of room on land already 
owned by the Eastern. 

‘These changes will be the most important made for many 
years in the termini of any of the Boston roads. If the con- 
tract is signed soon, work will be entered upon at once. In 
that case it is probable that the new conveniences will come 
into use in about a year.” 


Bradford, Bordell & Kinzua.—A circular has been 
issued to the holders of the first mortgage bonds, asking them 
to subscribe 5 per cent. on the amount of their holdings, in 
order that the company may resume the payment of the in- 
terest on its bonds. Certificates of indebtedness will be re- 
ceived for the amount subscribed. The schemehas already 
been accepted by the holders of $400,000 out of the $500,000 
bonds. 

Cape Girardeau Southwestern.—A survey has been 
completed for a branch of this road to run from Brownwood, 
Mo., southward through Bloomfield to Malden, on the Texas 
& St. Louis road, a distance of about 45 miles. The company 
will begin work of construction, provided a reasonable 
amount is subscribed along the line. 


Central Iowa.—In the Circuit Court at Mason City, la. 
Judge Ruddick has made a decision affecting the Central 
Iowa and the Burlington, Cedar Rapids & Northern. The 
case was the application of the state of Iowa for a writ com- 
pelling the Centra] Iowa to operate its own road and run its 
own trains from Manly Junction to Northwood. It has been 
in litigation for some years. Judge Ruddick’s decision sus- 
tains the course pursued by the Railroad Commission, de- 
clares void the lease to the Burlington, Cedar Rapids & 
Northern, and commands the Central Iowa to operate its 
own track between the points mentioned. 


Cleveland & Canton.—The earnings of this road 
(formerly the Connotton Valley) for the three months from 
Aug. 1 to Oct. 31 were as follows : 
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-—Gross earnings-— -—--Net earnings-— 

1885. 1884. 1885. 1884. 

August ... . .....$23,434 $34,934 $6,589 $15,227 
September... .... 24.892 29.175 6,467 7.875 
October... ..... - SI, 29.861 6,929 9,096 
Three months. ..$75,445 $93,970 $19,985 $32.198 


For the three months the gross earnings decreased $18,525, 
or 19.7 per cent., and the expenses $6,312, or 10.2 per cent., 
leaving a decrease of $12,213, or 38.2 per cent., in net earn- 
ings. 

Cloverport.—This road is completed from Cloverport, 
Ky., on the Ohio River south by east to the coal mines, 8% 
miles distant. It has been built for the purpose of trans- 
porting the product of the mines to the river, but it is pro- 
posed to extend it further. 


Chicago & Alton.—This company has completed a cut- 
off or loop line on its Kansas City Division between Arm- 
strong, Mo., and Steinetz, a distance of 3 miles. The new 
lines will be used in place of the old road between those two 
places, having been built to secure a better line and lower 
grades. It is one of several cut-offs or new locations which 
the company has been building to shorten and improve 
its Kansas City line. One between Clark, Mo., and Higbee, 
10 miles, was completed in October, and another one, about 
10 miles long, from Petersburg westward, will probably be 
finished during the present month. 

Chicago, St. Louis & Pittsburgh.—It is reported that 
this company is desirous of building a new line from Rich- 
mond, Ind., to Cincinnati, in order to secure an outlet to that 
city under its own control. The people of Hamilton, O., have 
offered to give the right of way through the city for such a 
line. 


Cincinnati, Indianapolis, St. Louis & Chicago.— 
This company has resumed payment of dividends, the direct- 
ors having declared one of 1 per cent. on the stock, able 
Dec. 15, next. The last dividend was paid in “April, 1883, 
and the company then suspended and has since applied its net 
earnings to the payment of the floating debt, which was 
chiefly incurred for repairs and improvements of the road 
made necessary by the extensive damage doe by high water 
in the Ohio River and its tributaries. 


Cincinnati & Muskingum Valley.—An Indianapolis 
dispatch states that the courts have decided that the lease of 
this road to the Pittsburg, Cincinnati & St. Louis Co. is null 
and void, and that the lessee will accordingly surrender the 
road to the company Jan. 1 next. The road extends from 
Morrow, O., to Zanesville, 148 miles, and has been operated 
by the Pittsburg, Cincinnati & St. Louis for several years, 
the lease providing that the net earnings shall be paid as 
rental, the lessee advancing a sufficient amount to pay the in- 
terest on the first mortgage bonds, provided it should not be 
sufficient. The net earnings have not been sufficient, the 
lessee having been called upon every year to advance almost 
or quite the full amount of the interest, as the road has barely 
earned its operating expenses, and the lessee now has a large 
claim against the road for these advances. Some time agoa 
suit was begun by certain stockholders to set aside the lease, 
on the ground that it had been entered into without proper 
authority and that it was detrimental to the interests of the 
stockholders of the Pittsburg, Cincinnati & St. Louis. 


Dakota & Great Southern.—The owners of this 
projected line have sold it to Ex-Governor William R. Mar- 
shall and Mr. J. W. Bishop, of St. Paul, Minn., who expect 
to build the road. The company was incorporated to build a 
railroad from Grand Forks Dak., to Tower City, on the 
Northern Pacific, and thence southward. The right of way 
for about 75 miles was obtained and some grading done 
about two years ago. 


Delaware & Hudson Canal Co.—This company has 
completed the laying of track on a short branch, extending 
from Mechanicsville, N. Y., to Stillwater, a distance of 3 
miles. The branch is built on the line projected and ded 
a number of years ago for the Schuylerville & Upper 
Hudson road. 


Dubuque & Northwestern.—Track on this road is 
now laid from Dubuque, Ia., to . 8miles. Grading 
is actively in progress from Durango to Farley, 16 miles. 


East Tennessee, Virginia & Georgia.—The state- 
ment for October and the four months of the fiscal year from 
July 1 to Oct. 31 is as follows : 


-— —-October.-——— -——-Four months —-— 
1884 5) 





1865. : 1885. 1834. 

Earnings ... .. $412.28) $411,380 $1,419633 $1.371.451 

Expenses ...... 211.384 219,672 790,921 803.684 
Net earnings. $200.905 $191,708 $628,112 $565,767 


For the four months the gross earnings increased $47,582, 
or 3.5 per cent., while the expenses decreased $14,763, or 1.8 
per cent., the result being a gain of $62,345, or 11.0 per 
cent., in net earnings. 


Fort Worth & Denver City.—The statement for 
October and the fiscal year ending Oct. 31 is as follows : 
—-—October—— ———-Yea 
55 1884. 1884-85. 


at EE 





1885. $2 . i 

a. .792 39,837 49.59 77, 
Expenses eerie barat 4 249,696 256,483 
Net earnings........ $23,653 $24,713 $199,842 221,003 


For the year the gross earnings decreased $27,948, or 5.8 
per cent., and the expenses $6,787, or 1.7 per cent., leaving 
a decrease of $21,161, or 9.6 per cent. in net earnings. 


Houston & Texas Central.—The Court has authorized 
the Receiver to purchase 6,200 tons of steel rails, the cost not 
to exceed $35 per ton. They are tobe used on the Houston 
and Waco branches of the road, to replace iron rails. 


Illinois Central.—For the $1,500,000 Illinois Central 4 
per cent. first mortgage gold bonds of 1951, bids were 
received from 16 firms, all of which, with one exception, 
were above par. The bonds were awarded in block to Messrs. 
Vermilye & Co., of New York. The total amount bid for 
was $14,500,000. 


Indianapolis & Vincennes.—The Green County coal 
branch of this road has been extended from the former ter- 
minus at Island City, Ind., to Linton, 2 miles, and grading 
is nearly completed from Linton to the Dugger mines, a dis- 
tance of 6 miles. The mines at Linton have all begun to 
ship coal over the rcad and the Dugger mines will follow as 
soon as the track reaches them. 


James River Valley.—The correct length of this road, 
as reported tous by Mr. Edward Barrington, Engineer in 
charge, is 48.7 miles, from Jamestown, Dak., to La Moure. 
The stations established with distances from Jamestown, are : 
Ypsilanti, 12.8; Montpelier, 18.9: Dickey, 32.5; Grand 
Rapids, 41.1 ; La Moure, 58.7 miles. 


Kansas & Arkansas Valley.—This company has filed 
articles of incorporation to build a railroad from Van Buren, 
Ark., through the Indian Territory to Arkansas City, Kan., 
with a branch running westward. The whole length of the 
road is stated at 320 miles. The incorporators are nearly 
all connected with the Little Rock & Fort Smith road. 


Kansas City & Southwestern.—Track on this road 
has been laid to Arkansas City, Kan., 27 miles southwest 
from the late terminus at Winfield, and 69 miles from the 
starting point at Beaumont on the St. Louis & San Francisco 
road. 


Kansas City, Wyandotte & Northwestern.—This 
company has been organized to build a railroad from Kansas 
City northwest toa pomt in Custer County, Neb., a distance 
of about 300 miles. 


Lackawanna & Pittsburgh.—Mr. John F. O’Brien, 
General Manager and Agent for the Receiver, informs us 
that the statement that the road is not operated is not 
correct. He writes: ‘‘As a matter of fact we have 
been running trains regularly every day since Oct. 26. 
Since my connection with this road I have paid my employés 
regularly by the 10th of each month, and am operating on a 
strictly cash basis in all departments. I had some trouble 
and opposition at first, but socn overcame it, and everything 
is now working smoothly and well.” 


Louisville & Nashville.—The following is a compari- 
son of earnings and expenses of this road for the last three 
months, construction charges in 1885 not having been de- 














ducted from net earnings: 
1885. ’ 
Gross. Net. Gross. et. 
October.........- $1,262,340 $544,084 $1,291,714 $592,903 
September....... 1,146 978 464,484 = 1.145.366 482.982 
DRIEE .si00ess 1,077,487 400,452 1,117,313 477,681 
a ere $3,486.8C5 $1,409,020 $3,554,393 $1,553,566 


The decrease in gross earnings for the three months was 
$67,588, or 1.9 per cent.; in net earnings, $144,546, or 9.3 
per cent. 


Macon & Covington.—This company has obtained 
subscription to its stock to the amount of $50,000 in Macon, 
Ga., and had agreed in consideration to establish the repair 
shops and the headquarters of the road in that city. 


Manhattan.—This company’s statement to the Railroad 
Commission for the quarter ending Sept. 30 is as follows as 
submitted to the Railroad Commissioners : 

CUOUD CAFRINGB. « .0. 202. oc cscccccvcvesscsscecccccccces soos $1.599.774 
Operating expemses................5 ++ ee, Sakaki 899,371 


Net earnings.............. 
HE Cs) 06io0 inn 605:0:6000:5050d0d000 000 0n0 nr beneeees ss 
Total income 
Total charges 


pei) kes oy ee 754,679 
466,110 





Net from all sources........ 


The dividend for the quarter was 114 
stock, or $390,000. 


vevece ce ee «$288,569 
per cent. on the 


Memphis & Charleston.—The gross and net earnings 
for October and for four months from July 1 have been : 


-~—-October.-—-— —-—Four months —— 
1885. 1884 


5. 1 s 
ee $133,795 $126,245 $118 630 $456.763 
Expenses........... 88,735 294,159 314,988 

Net earnings... . $49,707 $37,510 $124471 $141,775 


For the four months the gross earnings decreased $38,133, 
or 8.3 per cent., and the expenses $20,829, or 6.6 per cent., 
leaving a decrease of $17,304, or 12.1 per cent., in net earn- 
ings. 

Mexican National.—The following circular to the hold- 
ers of the first mortgage bonds of this road has been issued 
under date of Nov. 23 : 

‘* The plan signed by you for funding certain coupons and 
et nag for a limited issue under the trust deed of bonds 

ving a priority as to interest, was originally presented at 
a meeting of English bondholders held in London, June 28 
1885, and was by that meeting recommended to all their 
fellow bondholders. Since its receipt here this plan has been 
signed by American bondholders representing a holding of 
$9,347,500. The English signatures increase this amount 
to $11,000,000. For its consummation, signatures to the 
amount of $1,200,000 more ete 
of the bonds outstanding, say $12,200,000) are nooner. 
It is, however, desirable to secure three-fourths, say $18,- 
000,000 in all, so as to make it the substantial sense of the 
body of bondholders. It is now, therefore, desirable to bring 
it tothe notice ofthat large number of holders whc do not.ap- 
pear of record anywhere, and it is thought best that this 
should be done by a Committee who can represent the bond- 
holders in this matter, as well as for the protection of their 
common interests in all questions that may come up, espe- 
cially those involving the interests of bondholders in the 
completion of the link. 

‘*To this end the following gentlemen, owning or repre- 





senting over $7,000,000 of bonds in the United States 
who have signed this plan with you, have been suggested as 


majority in interest | n 


such Committee, with power to add to their number, or to 
fill vacancies in case of any inability to serve: Spencer 
Trask, New York; Selah Chamberlain, Cleveland, O.; John 
DeRuyter, New York; Henry Amy, New York; Samuel B. 
Parsons, New York; George Burnham, Philadelphia; Charles 
J. Canda, New York, and Wm. E. D. Stokes, New York. 
Please return with the least possible delay your assent to the 
above Committee, if it meets your approval. A majority of 
all the bonds of the company are held in the United States, 
and this American committee will invite the co-operation 
with them, for mutual interest, of the committee recently 
formed in London to represent European bondholders.” 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of Nov. 21: 

The press of the country is a unit in demanding the sum- 
mary punishment of persons tampering with the tracks of 
the railways. Asarule our railways have managed to avoid 
serious accidents, and railroading in Mexico is quite as safe 
as in the United States. 

The railroad from Campeche to Calkini is being operated 
on the section between Campeche and Tenabo. Business ap- 
pears to be very light even on so short a route, the number of 
passengers carried iu July and August (the last two months 
reported) being but 3,056 and the number of tons of freight 
134. But when the entire road is completed a heavy increase 
in traffic may reasonably be loexed for. The horse railways 
in the same region do a small business. 


Minnesota & Northwestern.—The extension of this 
road from Lyle, Minn., to Manly Junction, Ia., 20 miles, has 
been completed, the last rail having been laid Nov. 28, At 
Manly Junction the road makes connection with the Central 
lowa. 


Mobile & Ohio.—The earnings and expenses of this road 
for October and for the four months from July 1 to Oct, 31 
are reported as follows : 


—-——October. —-— ——Four menths—— 
1885. RS4 1884 





88. 284. 1885. » 
Farnings ... ....... $225.878 $212.459 $620,673 $646,048 
Expenses .. . . 128,857 127,862 479,955 506,137 
Net earnings....... $97,021 $84,597 $140,818 $139,921 


For the four months the gross earnings decreased $25,385, 
or 3.9 per cent., and the expenses $26,282, or 5.2 per cent., 
leaving a gain of $897, or 0.6 per cent., in net earnings. 


Monson.—Surveys are now in progress for the extension 
of this road from its present terminus at Monson, Me., to 
Greenville, on Moosehead Lake. As soon as this line is com- 
pleted another survey will be made from the southern ter- 
minus of the road at Monson Junction southward to Athens 
with the projected Athens & Skowhegan road. The Monson 
road is now 6 miles long, extending from Monson Junction 
on the Bangor & Piscataquis road to the granite quarries at 
Monson, a Sitance of 6 miles. It is of 2-ft. gauge 


Nashville, Chattanooga & St. Louis.—This com- 
pany’s engineers have completed the survey for the extension 
of the Fayetteville branch from Elora, Tenn., to Huntsville, 
Ala. The distance is 25 miles, aud a very favorable route 
has been found, involving no expensive work. The road will 
be built by a new organization, the Nashville & North Ala- 
bama Railroad Co., which will be controlled by the Nash- 
ville, Chattanooga & St. Louis. 


New York Central Sleeping Car Co.—This com 
pany’s statement for the quarter ending Sept. 30 shows 
gross earnings of 3537,074; acre of $399,591, and net 
earnings amounting to $137,483. 


New York & New England.—The award of the sale 
of the bonds owned by the state of Massachusetts to the syn- 
dicate represented by Mr. Higginson, as noted last week, has 
caused considerable discussion. The protest filed by Messrs 
Field and Sage against the rejection of their higher bid, has 
called out a letter from Governor Robinson, of Massachusetts, 
in which he states that in the advertisement issued by his 
order, it was expressly stated that the Governor and Council 
did not bind themselves to accept the highest or any other 
bid. He states very plainly that the reasons of the Governor 
and Council for rejecting the Field bid were that they had 
reliable information that the intention of Messrs. Field and 
Sage was to acquire a controlling interest in the second 
mortgage, then to freeze out the stock and the unsecured 
creditors, and to reorganize the company through the fore- 
closure of the mortgage, and under the circumstances, he 
says, that they consider it the duty of the state to protect the 
interests of the stockholders and creditors, who are largely 
citizens of Massachusetts. On this account the sale was 
made to the Higginson party, whose intention is to support 


== = | the present management and to continue the plan of settle- 


ment of the company’s liabilities, which has already been 
commenced. The Governor says that this appeared to be of 
more importance than the difference in the amount bid by 
the several parties. Mr. Field has resigned his position as 
director of the company, and announces that he has sold all 
his stock. 


New York, Providence & Boston,—C ‘harges have 
been brought by some of the stockholders resident in Rhode 
Island to the effect that there has been mismanagement of 
the affairs of the company ; that an excessive number of 
nme have been issued, especially on the branch running 
rom Providence to Warwick Beach, and that the company 
lost a considerable amount through the failure of the bank- 
ing house of M. Morgan’s Sons, chiefly because the directors 
had not observed a proper supervision over the Treasurer. 
The officers and directors of the company deny these charges, 
and state that they are willing to have a full investigation of 
the affairs of the company and of their management. A 
large majority of the stock of this company has always 
been held by a few persons, and the holdings of the Rhode 
— stockholders who desire an investigation are generally 
small. 


New York, West Shore & Buffalo.—An application 
was made last week to Judge Livingstone, of the New York 
Supreme Court, to vacate the injunction restraining the New 
York Central Co. from leasing this road, which was granted 
a few days a udge Kennedy, of Syracuse. 
Judge Livingstone declined to grant the order on the ground 
that he saw no sufficient cause for interfering with the pro- 
ceedings in progress before another judge. 

The order to show cause why the temporary injunction 
should not be made a came up before Judge Ken- 

edy, at Syracuse, Nov. 28,and was argued by counsel for 
the New York Central Co. and the West Shore, and for the 
applicant to obtain the issue of the temporary order. On the 
part of the New York Central it was 7. that the proceed- 
ing was merely a speculative suit and that the lease of the 
est Shore road and the guarantee of its bonds were per- 
fectly legal in all respects. The Judge took the papers and 
reserved his decision. 

It is stated that a majority of the persons who hold bonds 
of the West Shore & Ontario Terminal Co., as collateral 
for loans, ge with Drexel, Morgan & Co. to sur- 
render their for West Shore certificates. Of the ter- 





minal bonds $8,875,000 had been pledged as collateral at 
60. Und nt the holders received for each 


L er the 
$1,000 bond a certificate for $500 and 2 per cent. in cash ag 
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interest. This transaction will practically consolidate the 
terminal property with the West Shore. 

The report of the Referee in the foreclosure suit puts the 
total amount of the Receivers’ debts at $9.346,855, the chief 
items being $4,131,512 receivers’ certificates and $1,786,887 
equipment lease warrants. Land mortgages and other prior 
liens amount, in addition, to $614,375, making a total amount 
of $9,961,230 in claims prior to the first mortgage. 


Nortolk & Western.—This company’s statement for 
October and the ten months to Oct. 31 is as follows : 


—— October -—- _ Ten months.—— 
5 . 85. 88 











1885. 1884. 18: 4. 
Earnings....... $285,965 $288,495 $2,251,040 — $2.219.250 
Expenses...... 142,258 132.727 1,355,791 1,255,628 
Net earnings $143,707 $155,768 $895,249 $963,612 
P.c. of exps.. 50 46 60 53 


For the ten months the gross earnings increased 331,800, 
or 1.4 per cent., and the expenses, $100,163, or 7.9 per cent., 
the result being a decrease of $68,363, or 7.1 per cent., in 
net earnings. 

Northern Central.—This company’s statement fer 
October and the ten months to Oct. 31 is as follows: 


——October.— —-Ten months.-— 

1885. 1884. 1885. 1884. 
ee $534,010 $519,794 $4,499,629 $4,604,803 
ERORURG .25sccavses 289.884 279,009 2,693,503 2,834,036 


Net earnings . ... $244,126 $240,785 $1,806,126. $1,770,767 

For the ten months there was a decrease in gross earnings 
of $105,174, or 2.3 per cent., and a decrease in expenses of 
$140,533, or 4.9 per cent. ; the result being a gain of $35,369, 
or 2.0 per ceut., in net earnings. 


Northern (New Hampshire).—Judge Carpenter, be- 
fore whom the suit to annul the lease of this road to the Bos- 
ton & Lowell was tried, has made his findings in the case. 
The judge decides that the Northern and the Boston, Concord 
& Montreal cannot be held tobe parallel and competing lines, 
as for several years there has been no actual competition be- 
tween them: he also finds that since the lease there has been 
a reduction of 20 per cent. in rates. On these findings a case 
will be made up and submitted to the full bench of the Su- 
preme Court.’ 


Northern Pacific.—The following statement is made 
by this company for October, and for the four months from 
July 1 to Oct. 31: 


-——- October.-———, —-—-Four months.-—- 
5. 8 





1885 1884. 1885 1884, 

Earnings... $1,422,285 $1,461,510 $4,718,541 $4,753,111 
Expenses......... 653,671 636,794 2,101,716 2,298,555 
Net earnings... $868,614 $824,716 $2,616,825 $2,454,556 
Charges........ .. 535,945 508,645 2,025,129 ....... .. 


. $332,069 $316,071 $591,696 ‘ 

For the four months the gross earnings decreased $34,570, 
or 0.7 per cent., and the expenses $196,839, or 8.6 per cent., 
leaving a gain of 162,269. or 6.6 per cent., in net earn- 
ings. 


Surplus.... 


Ohio Central.—The connection between the two sections 
of the River Division has been completed, the track having 
been laid across the bridge over the Ohio River at Point 
Pleasant, W. Va., and through trains will be run within a 
few days. Both the bridge and the River Division, it will be 
remembered, were purchased by the bondholders at the 
recent sale, and the question of confirming that sale will 
come up before the United States Court, Dec. 24, when it is 
not expected that any opposition will be made. 


Omaba & Elkhorn Valley.—This company has been 
incorporated to build a branch of the Union Pacific from a 
point near Fremont, Neb., northward and westward. 


Oregon Railway & Navigation Co.—This company 
has sold another $1.000,000 of bonds to Messrs. Chase & 
Higginson of New York, who bought the previous $1,500,- 
000. The price paid for the first lot was 95 and interest, less 
a commission, 
deal below par net. The company will probably sell no more 
for the present. It has taken up the scrip due this month, 
and also has taken up, or is prepared to,the loan on deben- 
tures, The outstanding debentures will all have matured by 
April, 1887, and will be paid with proceeds from the sale of 
consolidated 5s, or be converted into those bonds. 


Pacific Railroads and the Government.—The fol- 
lowing order has been issued by Gen. Joseph E. Johnston, 
Commissioner of Railroads in the Interior Department: 

** By virtue of the authority vested in the Commissioner of 
Railroads and with the approval of the Secretary of the In- 
terior, I do hereby present the following system of sworn re- 


ports co be rendered to me by railroad companies whose roads ! 


are in whole or in part west, north or south of the Missouri 
River, and to which the United States have granted any loan 
of credit or subsidy in bonds or lands, which system is to 
take effect on and after Dec. 31, 1885. 

** First—Annual report to be returned to the Commissioner 
of Railroads to be made on Feb. 1 of each year, and to in- 
clude business to Dec. 31 preceding. 

**Second—Semi-annual report embracing the whole earn- 
ings of each road and the whole earnings of the branch, net 
earnings of each branch, net earnings of each road, the items 
of charge which make the difference between the gross earn- 
ings of each road and its net earnings and of each branch 
and its net earnings, specifically showing the items composing 
such difference. 

*Third—A monthly report between the Ist and 15th days 
of each month showing the gross and net earnings of each 
road during the last preceding month. 

‘** Fourth—Where a portion of any road is subsidized and a 
portion not subsidized, a separate account and report of the 
actual gross and net earnings of the subsidized portion of the 
road and the actual gross and net earnings of the non-sub- 
sidized part. 

‘* Fifth—A report at least 10 days in advance of each meet- 
ing of stockholders, directors and executive committee of the 
board of directors, specifying distinctly what business is to 
be done or submitted for action at such meeting. 

**Sixth—A report of each meeting of the stockholders 
within 10 days of the adjournment of such meeting. 

**Seventh—A full report of the minutes of each meeting of 
the board of and directors of the executive committee of the 
board of directors to be returned within 10 days after the 
adjourament of such meeting. including names of directors 
present and how each voted. 

** Kighth— A quarterly report of rates charged during each 
quarter within 15 days after the close of the quarter for pas- 
sengers and traffic on each road and each of its branches, both 
as to through and local traffic on each, and the portion of 
road or roads to which such rate or rates applied. 

** Ninth—A distinct and full report of all special rates, to 
whom allowed, also all rebates or drawbacks and to whom 
and the aggregate amount of each within 15 days after close 
of each quarter. 

* Tenth—All contracts made with any other railroad or 





‘he price of the second lot was not a great } 
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transportation company or companies within 10 days after 
such contract is made, with a copy of the contract.” 


Pennsylvania.—This company’s statement for 
shows for that month, as compared with October, 1884, on 
all lines east of Pittsburgh and Erie, a decrease in gross 
earnings of $88,373 ; a decrease in expenses of $101,484, and 
an increase in net earnings of $13,111. For the ten months 
to Oct. 31, as compared with last year. the same lines show a 
decrease in gross earnings of $3,249,841; a decrease in 
expenses of $941,663, and a decrease in net earnings of 
$2,308,178. 

Carrying out these changes, we have the following state- 
ment : 


October 


---—— October. --—— -——- Ten months. — — 


1885. 1884. 1835. 1884. 
Earnings $4,359,171 $4,447,544 $37.596,806 340,846.647 
Expenses 2'423'360 ~21524'844 2414373022 25,378,685 

Net earnings.$1,935,811 $1,922,700 $13,159.784 $15,467.962 
Per cent. of exps 55.6 56. 65.0 62.1 


All lines west of Pittsburgh and Erie for the ten months of 
1885 show a deficiency in meeting all liabilities of $1,195,323, 
being an increased deficiency of 3676,297, as compared with 
the corresponding period in 1884. The total net decrease on 
all lines was thus $2,984,475 for the ten months. 

This company has just completed a new coal branch, ex- 
tending from Manor Station, Pa., to Cloridge, a distance of 
4'¢ miles. The branch is built to reach several coal mines. 


Pensacola & Atlantic.—This company has just re- 
ceived from the state of Florida an additional 1,000,000 
acres of land lying east and west in the latitude of Palatka. 
These lands are estimated to be worth $2.50 per acre. It is 
expected that another 1,000,000 acres will be received soon, 
making a total land grant of 4,000,000 acres, 


Philadelphia, Newton Square & Chester.—This 
company has been organized to build a railroad from Phila- 
delphia to West Chester and Chester, Pa., about 30 miles in 
all. The incorporators are all connected with the Baltimore 
& Ohio. 


Philadelphia & Reading.—The Receivers’ statements 
give the following figures for the earnings of the railroad for 
October and the eleven months of the fiscal year from Dec. 1 
to Oct. B31: 


October. -- ~~-Eleven months.-— 


1885. 1884. 3885. $84. 
Earnings. .$2,878,370 $2,940,541 $26,287,122 $28,400,104 
Expenses....... 1,460,300 1,659,447 15,370,920 16,467,816 





Net earnings, .$1,418,070 $1,281,094 | $10,916,202 $11,932,288 
For the eleven months this shows a decrease in 
ings of $2,112,982, or 7.5 per cent., a decrease 
of $1,096,896, or 6.6 per cent., and a resulting 
$1,016,086, or 8.5 per cent., in net earnings. 
The traffic reported is as follows: 
—October.— —- 


gross earn- 
in expenses 
decrease of 


---Eleven months.= 


1885. 1884. 1885. 1884. 
Passengers 2.171.091 2,087,665 21,682,129 22,224,382 
Tons merchandise... 847.109 780,484 7,630,998 8,145,855 
Tons coal ...........1,3861.648 1,230,970 11,247,212 10,648,639 
Tonscoaloncolliers. 50,921 50,970 512,106 494,602 


The month shows an increase in all classes of traffic; for 
the eleven months there was a decrease in everything but 
coal. 

The statement for the Philadelphia & Reading Coal & [ron 
Co. is as-follows: 


-—-— October. —-—— -—-Eleven months.—- 
885. 1 


1885. 1884, ) 884. 
Earnings.... ...$1,837,566 $1,729,622 $14:084,637 $14,851,027 
Expenses........ 1,901,471 1,667 457 14,428,363 15,001,695 





D. $150,668 
Here there was for the eleven months a decrease in gross 
earnings of $766,390 or 5.2 per cent., and a decrease in ex- 
yenses of $573,332, or 3.8 per cent., leaving an increase in 
deficit of $193,058, or 128.1 per cent. 

The coal mined from the company’s lands was as follows : 
—October.—— ——Eleven months.--— 

1885. 1884. 5 1884 
569,616 547,762 
80,551 70,215 


Net or deficit..D. $63,905 N. $62,165 D. $343,726 


oD. 
4,688,628 
719,705 


4,334 531 


679,956 


By company....... 
By tenants......... 











Total... . 659,167 617,977 5,408,333 5,014,487 
There is shown here an increase in coal mined, which was 
not accompanied by an increase in earnings. 
The joint net earnings of both companies were as follows : 
—- Octrber. -——— 
1885. 1884. 
$1,418.070 $1,281,094 
"63,905 


——- Eleven months. -—— 
1885 1884. 
$11,932,288 

*150,668 


Railroad Co . $10,916,202 
Coal & Iron Co. 343,726 


62,165 *3 





Total net.... $1,354,165 $1,343,259 $10,572,476 $11,781,620 


* Deficit. 

The increase in the total net earnings for the month was 
$10,906, or 0.8 per cent.; the decrease for the year was 
$1,209,144, or 10.2 per cent. The expenses above do not 
include anything for interest or rentals, the net earnings 
being the sums from which those charges are to be paid. 

The plan of settlement finally brought forward by the re- 
organization trustees has been made public by them as fol- 
lows : 

Consclidated and Improvement Mortgages.—For the pay- 
ment of sinking funds of these mortgages now in arrears, 
for the fulfillment of the sinking funds as they may 
mature hereafter, and for the ultimate payment of all loans 
having prior lien to the present general mortgage, a new 
mortgage shall be created to secure bonds payable in 50 years, 
and bearing a rate of interest not exceeding 5 per cent. per 
annum. The trustee shall be empowered to raise sufficient 
money to buy the coal and iron mortgage now covered by 
the present general mortgage, either by a pledge of the same 
mortgage or by the pledge of the property acquired in case 
of its foreclosure, or from the proceeds of the above settle- 
ment mortgage. 

General Mortgage.—Each holder of the old general mort- 
gage shall receive a $1,000 bond of the new general mortgage 
bearing 3 per cent. interest. To equate the amount due 
on coupons maturing on Jan. 1, 1885, and subsequent 
thereto, such holder shall receive first preferred stock at par, 
and to equate the interest on the bond in the future at 5 
per cent. per annum, such holder shall receive sufficient pre 
ferred stock based upon the assumed return of 5 per cent. per 
annum to effect such equation. The new general mortgage 
shall be made to secure $30,000.000, and the bonds shall be 
made payable in 100 years, with the privilege of conversion 
into common stock at par. The general mortgage scrip, now 
overdue, shall be paid out of the moneys realized from assess- 
ments. 

Income Mortgage, Convertible Adjustment Scrip and 
First Series 5 per cent. Consols.—Holders of income mort- 
gage bonds, convertible adjustment scrip, and first series 5 
per cent. consols, shall pay a cash assessment of 10 per cent. 
and shall receive for every $1,000 bond and overdue surplus; 
$100 first preferred stock; and $1,000 second preferred stock. 

Second Series 5 per cent. Consols, Convertible 7s and 
Debentures of Philadelphia & Reading Railroad Co. and 
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Philadelphia & Reading Coal & Iron Co.—Holders shali 
pay a cash assessment of 20 pe? cent., and shall receive for 
each $1,000 and overdue coupons $200 first preferred stock 
and $1,000 common stock. 

Unsecured Claims.—All unsecured claims (duly proven), 
whether funded or floating, shall receive the negotiation 
accorded to debenture bonds. 

Preferred and Common Stock.—Holders shall pay a cash 
assessment of $10 per share, and shall receive an equal 
number of shares of common stock of the new company. 

Deferred Income Bonds.—Holders shall pay a cash assess- 
ment of 215 per cent. of the principal of their present 
holdings, and shall receive for each $1,000, $200 common 
stock. 

First Preferred Stock.—To be entitled to earnings beyond 
fixed charges, up to 5 per cent., non-cumulative, with right 
of conversion into common stock. 

Second Preferred Stock.—To be entitled to earnings (after 

first preferred has received 5 per cent.) up to 5 per cent., 
non-cumulative, with like privilege of conversion into common 
stock. 
The trustees support their plan by a long argument, pre- 
sented in circular form. It does not appear to meet with 
much approval or support from any quarter, although further 
discussion may bring out some advocates. The general 
opinion is still that it will not be possible to reorganize the 
company without a foreclosure 





Pittsburgh, Cincinnati & St. Louis.—Indianapolis 
dispatches report that this company will surrender the lease 
of the Cincinnati & Muskingum Valley road on Jan. 1, next, 
in pursuance of a decision of court in the suit brought some 
time since. 


Portland & Ogdensburg.—The United States Circuit 
Court sitting at Portsmouth, N. H., last May, issued a de- 
cree of strict foreclosure in the suit of the Mercantile Trust 
Co. against the Portland & Ogdensburg Railroad Co. that 
the railroad company, of those claiming under it, should pay 
into the registry of the court within six montbs $1,590,744, 
the amount of over-due bonds and coupons of interest due 
May 2, 1885, to redeem the mortgage bonds of Nov. 1, 1871. 
The six months elapsed recently and the Clerk of the Court 
has signed a certificate that the sum had not been paid. This 
default debars the company from redeeming any of its mort- 
gages, and makes, Messrs. Miliken, Webb and Jose, as 
trustees, absolutely the owners of the railroad and all its ap- 
purtenances. 

Roselle & South Plainfield.—This company has been 
incorporated to build a railroad from Roselle, N. J., cn the 
New Jersey Central road, west by South to South Plainfield, 
a distance of 9 miles. It is stated that the road is intended 
for local traffic only, and to develop property along the line. ; 


Rutland.—The Boston Advertiser of Nov. 28 says : *‘ In 
the suit of this company brought by the former management 
against Clement & Sons, who are now in control, to invali- 
date 2,970 shares of preferred stock that was overissued by 
ex-Treasurer Haven, the Supreme Court of Vermont has de- 
cided in favor of the defendants, thus holding that the com- 
pany was liable for the dishonest act of its Treasurer when 
innocent third parties were injured thereby. It appears that 
the Court considered the stock valid, but possibly not. A 
fuller statement will be awaited with interest. Haven had 
sold the stock to Clement & Son and Dr. Mead, the present 
Treasurer, when they were see] ing to get control. The value 
of the stock was about $60,00C, which the railroad company 
must lose, except a small dividend which can be got from 
Haven’s estate.” 

San Antonio & Aransas Pass.—The directors of this 
company have awarded the contract for grading the road 
from Floresville, Tex., to the proposed terminus at Harbor 
Island, Aransas Pass, to Messrs. Thomas Johnson and J. C. 
Nelson. Mr. Johnson has just completed the grading of the 
30 miles from San Antonio to Floresville. Tracklaying has 
been completed from San Antonio to Calveras Creek, a dis- 
tance of 12 miles, and will be continued as soon as the bridge 
over the creek is completed. 


Securities on the New York Stock Exchange.— 
The Governing Committee of the New York Stock Exchange 
has placed the following securities on the lists : 

Norfolk & Western, $1,500,000 adjustment mortgage 
bonds and $1,605.000 improvement and extension bonds of 
1883. 

Pine Creek, $3,500,000 first mortgage bonds, guaranteed 
by the New York Central & Hudson River Co., the Philadel- 
phia & Reading and the Corning, Cowanesque & Antrim 
companies, 

St. Joseph & Grand Island, $7,000,000 first mortgage 
bonds and &1.680,000 second mortgage income bonds. 

St. Louis & San Francisco, $1,454,300 additional com- 
mon stock. 

The following securities in default have also been given a 
place on the lists : 

New York, Lake Erie & Western, second consols ex coupon 
of June 1, 1886, in accordance with the plan of adjustment 
now being carried out by Drexel, Morgan & Co. 

Wabash, St. Louis & Pacific, Mercantile Trust Co. receipts 
for $16,000,000 general mortgage bonds. Also Metropol- 
itan Trust Co. receipts {for $2,269,000 Missouri, Iowa & 
Nebraska first mortgage bonds, otherwise known as Iowa 
Division firsts. 


Scioto Valley.—In the suit against this company the 
motion of Mr. C. P. Huntington to have the case remanded 
to the Scioto County Court has been granted. This is a mat- 
ter of practice and does not affect the merits of the case : an 
appeal from the order has been taken. 


Terre Haute & Southeastern.—A Terre Haute dis- 
patch reports that Messrs. McKeen and Collit, who have 
owned this road for some time, have sold it to Mr. Mackey, 
president of the Evansville & Terre Haute road. The line 
extends from Terre Haute, Ind., to Worthington, and at that 
place it connects with the new line. which has just been com- 
pleted, from Evansville, Ind., to Werthington. 


Texas & Pacific.—This company gives notice that cou- 
pons on Eastern Division mortgage bonds due Dec. 1 will be 
purchased by the Mercantile Trust Co., of New York. and 
will afterward be deposited with the Fidelity Trust Co., of 
Philadelphia, in pursuance of an agreement between the 
company and the committee of bondholders. 


Toledo, Cincinnati & St. Louis.—Receiver McNulta 
has filed a report with the United States Court in Indiana, 
which shows Sept. 30 a receiver's debt of 3918,746 upon 
the road from Toledo to East St. Louis, not including costs 
of court in foreclosure proceedings, attorney’s fees, receiver's 
compensation, unadjusted claims for stocks killed and in- 
jured and interest on receiver's certificates, Frankfort & 
Kokomo bonds and Brooks’ locomotive contract. There is, be- 
sides, a car rental claimfof some $50,000, only a small part of 
which he thinks will be allowed: also the claim of the pur- 
chasers of the Dayton & Southeastern and the Dayton divis- 
ions for an allowance for the transportation of fuel for the 
Toledo and St. Louis divisions, amounting to about say, 
$49,500 based upon a claim of 1 cent. per ton per mile for 
hauling coal. during which time he is reliably informed that 
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the road was hauling coal for outside parties at a rate of one- 
half of 1 cent per ton per mile, and in some instances for 
much less. ‘The present rate over the same line is less than one- 
half of 1 cert per ton per mile. Therefore, he concludes that 
not more than one-half, if any part of this claim, will be al- 
lowed on final hearing. From allthe data and information at 
hand, he thinks it safe to estimate the entire debt against this 
line, standing as a lien prior to the first moi bonds, in 
round numbers, at $1,000,000. Of this, it should be borne in 
mind that his predecessors took a large amount of debt of 
the old corporation. He respectfully begs also to call atten- 
tion tothe fact that no part of this debt has been incurred 
during his administration, and that the earnings of the road 
since he has been in charge of it have been equal to all de- 
mands against it, leaving him at the present time a consider- 
able surplus of cash on hand, whichis held to meet contingent 
loss during the bad weather of the coming winter. The total 
os receiver's certificates issued to Sept. 30 was 
$272,139. 


Toledo, Ann Arbor & North Michigan.—A consid- 
erable amount of grading has been done on the line of 42 
miles from South Lyons, Mich., to Owosso, which is to con- 
nect the two divisions of this road. Tracklaying has been 
begun at Durand, Mich, and also at ©wosso. 


West Jersey.—This company’s statement for October 
und the ten months to Oct. 31 is as follows : 








/ y —— -—Ten months.—-—— 
1885. 1884. 3. % 
Earnings ........ $95,704 $92.860 $1,113,765 $1,153,676 
Expenses ....... 48,216 62.048 682,; 7! 
Net earnings.. $37,488 $30,81: ef $431,381 $477,895 
Interest and rentals........... eos ee. « $357,299 265,020 
ee eee $174,082 $202,875 


For the ten months the grossearnings decreased $39,911, 
or 3.5 per cent., and the expenses $3,397, or 0.5 per cent., 
leaving a decrease of $36,514. or 7.8 per cent., in net 
earnings. The charges decreased $7,721, or 2.9 per cent., 
leaving a decrease of $28,793, or 14.2 per cent., in the sur- 
plus. 








ANNUAL REPORTS. 


The following is an index to the annual reports which have 
been reviewed in previous numbers of the current volume of 
the Railroad Gazette : 
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Alabama Great Southern.......358 Lehigh Coal & Navigation Co..128 
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Bay View, L. Traverse & Mack.649 Marquette, Hough. & Ont.277, 391 
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CUR veksas ince acies N. Y., Chicago & St. Louis.1 
Chesapeake & Ohio......... N.Y. & Greenwood Lake...... 
Chesapeake, Ohio & S. W snd N. Y., Lake Erie & Western 
SID dnd. 24 <ahakebunnsctivenon’ 101 N.Y.,N. Haven & Hartford.... 7 
Chicago & Alton 3 N.Y., Ontario & Western....... 7 
Chi. & Atlantic N. Y., Pennsylvania & Ohio....407 
Chi., Burlington & Quine N. Y. Providence & Boston.... 71 
Chi. & Eastern Illinois . N. Y. Railroad Commission.... 31 
Chi. & Grand Trunk..... . Y., Susquehanna & Wes’rn..35 
Chi.,Milwaukee & St. P. N. Y., West Shore & Buffalo .. 7 
Chi. & Northwestern ..........496 Norfolk & Western... ...... , 311 
Chi., Rock Island & Pac...324,432 Northeastern (South Carolina).151 
Chi., St. Louis & Pittsburgh....544 Northern Central...... ......... 135 
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Chic. & Western Indiana....... Northern Pacific ...........+++- 624 
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Cin., Hamilton & Dayton. .. 

Cin, ind , St. L. & Chicago. 
Cin.,& Muskingum Valley......448 
Cin., N. Orleans & Tex. Pacific.183 
Cin., Richmond & Fi. Wayne. .640 
Cin. Wash. & Baltimore 5 
Cleve., Col, Cin. & Ind....... 2 
Cleve., Lorain & Wheeling..... : 
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Pacific Mail Steamship Co. B4E 
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Pennsylvania Company 
Pennsylvania & New Yor 
-ennsylvania Railroad... 
Peoria, Decatur & Evaus. 






























a, Ree 
Cleve. & Pittsburgh... ... a iladelphia & Reading.....37, & 
Columbia & Greenville .... ... Phila., Wil. & Balt more........ 198 
RR eRe eae Pitts & Castle Shannon.........128 
Conn. & Passumpsic Rivers Pitts., Cineinnati & St. L 445 
Connotton Valley.... .... Pitts., Ft. W. & Chic ..342, 480, 576 
Cumberland Valley ....... 30 Pittsburgh & Lake Erie. - 37 
Del. & Hudson Canal Co...101, 343 Pitts., Wheeling & Ky.. 448 
Del., Lacka. & Western........ 1: Portland & Rochester. . me 
Denver & Rio G-ande.. ......432 Portland & Ogdensburg.. 263 
Detroit, G. H. & M'lw auxee.. 704 Pullman’s Palace Car Co.......720 
Detroit, Lansing & No.......... 608 Richmond & Alleghany........ 2 
Eastern R. R. Association.....273 Rich. & West Pt 





229 
, Terminal Co.263 
East St. L. & Carondelet Rochester & Pittsburgh : 7 


Eliz., Lex. & Big Sandy 


Rome, Wat. & Ogdensburg 
land 









Erie & Pittsburgh ......... PO BI sesvesazhs- vensces 

Evansville & Terre Haute. 36 St. L., Alton & Terre Hau 

PICORDUFE. ....0.00000+---20000 -_23 St. L., Iron Mountain & So. 

Flint & Pere Marquette........ 592 St. L. & San Francisco....... 34 

Florida Ry. & Nav. Co.......... 656 St. L., Vandalia & Terre Haute. 128 

Fort Worth & Denver City..... 37 St. Paul &Duluth............... 34 
St. Paul, Minn. & Man 


Galveston, Har. & San Ant....698 
Galveston, Houston & Hen.....528 
Georgia Pacific........... 
-eorgia Railroad........ 
Grand Rapids & Indiana 
Grane TYERE. ..0000+..-+ 
Green Bay, Winona & St. P. 
Gulf, Colorado & Santa Fe.. 
Hannibal & St Joseph. ........ 654 Texas & New Orleans...... «+247 
Han. Junc., Han. & Gettysb’g.391 Texas & Pacific... ........ 187, 527 
Hartford & Conn. Western..... 71 Toledo, Ann Arborj& N. Mich.204 
renee 167 Traverse City 0 
Huntingdon & Broad Top Mt...101 1 
{tlinois Central.... +++ee-08, 134 
Indiana, Bloom. & West. 
Indianapolis & Vincenn 










International & Gt. Northern...528 Vicksburg & Meridian 291 
A a eae 511 Virginia Midland... ... oo ae 
Jeff., Madison & Indianapolis.576 Western North Carolina. 247 
Kan. City, Ft. Scort & Gulf....512 West Jersey..................0.. 687 
Kan. City, Spring & Memphis..512 Wilmington & Northern....... 479 
Kan. City, St. J. « Council Bl .656 Wisconsin Central........ +e 32 
Kentucky Central.. ..... 214, 688 Worcester, Nashua & Roch....... 7 
Lake Shore & Mich. So ... 204, 310 York & Peachbottom............ 310 


EE 213, 574 


New York, Lake Erie & Western. 


We published last week the President's report, and now 
give the detailed reports of the other officers in substance. 
The report of First Vice-President 8. M. Felton, Jr., gives 
the earnings and expenses of the road as follows : 
NEW YORK, LAKE ERIE & WESTERN RAILROAD, PROPER. 





Differences. 

1884. 1885. Inc. or Dec. P. c. 
General freight... .. $8.469,529 $7,238,665: D. $1,230,864 14.53 
) . 4,554,74 4,155,960 D. 398.782 8.75 
Passengers.......... 3,698,891 3,106,707 D 592,183 16.01 
| (See 178,026 177,222 D. 804 .45 
Express ... ........ 439.345 418,438 D. 20,906 4.76 
Miscellaneous... ... 218,461 364,186 1, 145,725 66.71 
Car service, freight. 59,982 29,277 D. 30,705 51.19 





Total $17,618,976 $15,490,456 D. $2,128,520 12.08 
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Expenses: 


Department. 1884. 1885. Inc. or Dec. Pic. 
Cond. transp’t’tion.. $5.234,741 $4,437,807 D. $796,933 15.22 
Motive power....... 3,325,301 =2,959.593 D. 365.908 11.00 
Maint. of way. . 1,958,974 = 1,732,063 D. 226 911 11.58 
Maint. of cars.... 900,157 =: 1,023,566 I. 123.409 13.71 
General expenses.. 650,164 510,749 D. 139,415 21.44 





Total... ......... $12,069,337 $10,663,579 D. $1,405,758 11.65 








Net earnings.. ... "$5,549,639 $4.826.877 D. $722.762 13.02 
Per cent. of exps ... 68.50 68.84 1. 0.34 .... 
EXPENSES. 


Conducting Transportation, Passenger.—The expenses 
under this account decreased from $1,143,860 in 1884 to 
$1,026,554 in 1885, or $117,305, being 10.26 per cent. 

The principal items of decrease are as follows: Brakemen, 
$18,385; car service, $6,560; conductors, #8,184; switch- 
men, $4,376; foreign agencies, $52,807. 

The last item, the most important of all, is caused by re- 
ducing to the lowest possible limit the outside passenger 
agencies, and curtailing the payment of commissions. 

Conducting Transportation, Freight.—The expenses un- 
der this account decreased from $4,090,880 in 1884 to 
$3,411,253, a decrease of $679,627, or 16.61 per cent. The 
principal items of decrease are : 






Brakemen... ... ...... $81,636 | Expenses of stations.... $38,228 
Rent of barges.... . ... 17,139 | Foreign agencies....... 107,958 
Car furniture and fix- | Labor at stations... ... 72,301 

tures.. .. . ..... .... 10,083 | Lighterage. ...... .... 64,773 
SE ecretebicsesee on 26,733 | Switchmen............. 66,633 
Conductors... ........ 29,753 | Jersey City elevator.... 35,045 


The reduction in brakemen and conductors is owing largely 
to the decrease in freight train mileage; clerks, station ex- 
nses and labor at stations, to the decrease in tons of freight 
andled and the exercise of the most rigid economy; foreign 
agencies, to a very large reduction in the expenses of the fast 
freight lines, caused by a consolidation of agencies wherever 
practicable, by abolishing those that were unnecessary, and 
enerally in curtailing expenses in every direction. This 
item will show a still larger decrease for the coming year, as 
arrangements are now being perfected for a consolidation of 
the eight fast freight lines now in existence. Switchmen, to 
the decrease in the business done and the re-arrangement of 
the yard work; lighterage, to the decrease in the business and 
economies effected in the operation of that department; Jer- 
sey City elevator, to a decrease in the cost of handling grain, 
the number of bushels showing an increase of 100,000. 
Motive Power.—The expenses of this department show a 
decrease from $3,325,301 in 1884 to $2,959,393 in 1885, or 











11 per cent. 
he cost of locomotive service was : 
1884. 1885 Inc. or Dee. 
Repairs..... .... $435.345 $420,002 D. $15,342 
Renewals..... .. 56,55 97,420 I. 40,862 
, ere 1,236.002 983,306 D. 252,696 
 . covnewe 76, 46,343 D. 30,290 
Enginemen and 
firemen’s wages 1,019,439 941,974 D 77,465 7.60 
Preparing and 
cleaning.... .. 148,449 139,789 D 8.661 5.83 
TE scanned $2,972,427 $2,628,834 D.$343,592 11.56 
The expenses per mile run were : 
1884. 1885. Increase. Decrease. P. c. 
Repairs ... ...... 3.49 cts. 4.02 cts. 0.53 cts. 15.19 
IE Sk kibae ote sare 8.78 * 7 ~ 1.17 cts. 13.33 
eS 0.54 * 0.37 * O17 ** 31.48 
Enginemen and 
firemen... .... 7.30 “ 7.36 “ 0.06 * 0.82 
Preparing and 
cleaning.... ... 1.05 “ 1.08 “* 003 * 2.86 
Total... .......21.16 cts. 20.44 cts. 0.72 cts. 3.40 
Engine Mileage. 
1884. 1885. Decrease. Per cent. 
14,080,353 12,910,439 1,169,914 8.31 
The principal items of decrease are : 
CE Ns ikccekceespannbecsts sebccevesta $251,264 
Enginemen and flremen...............+sseceee oe seceeees 77,465 
CS Gi wnapetvenss sencbabsdss opeereshes 10.825 
Laborers ....... OPEC fas cone obkeevEeheee aaa we 18.965 
Locomotives, freight, repairs of .. 30,259 
il : 11,416 
15,293 





The decrease in coal is caused by a large decrease in the 

cost and by the decreased engine mileage, the tons of coal 
used and cost being : 
1884... 586,245 tons at $2.08 per ton $1,224,423 
1885. ..550,712 7 1.76 4s 973,159 
Showing a reduction in tons of 6.06 per cent., in cost per 
ton of 15.4 per cent., and in total cost of 20.52 per cent. 

The decrease in cost of coal was caused by a reduction in 
price at the mines and also by burning the cheaper grades of 
coal on yard engines and in service where it could be done 
economically. 

The decrease in enginemen and firemen, freight, was 
caused by decreased engine mileage, and the decrease in re- 
pairs of freight locomotives, and oil and tallow from same 
cause, 

The items of increase were : 


Locomotives, passenger, repairs of ............+-+++ 
2 - renewals of 
freight, renewals of 


Wood, water and coal stations, repairs of... 


The increase in repairs of passenger engines was caused by 
additional mileage and by extensive repairs, to bring this 
class of equipment up to the highest grade of efficiency : re- 
newals of passenger engines caused by building 10 new pas- 
senger engines ; renewals of freight engines caused by build- 
ing 34 freight engines; repairs of water, wood and coal 
stations by new water tanks erected at Greycourt, Forest 
City, Tip Top, Gowanda and Dayton. 

he condition of the locomotive equipment is improved as 
compared with last year. 
MAINTENANCE OF WAY. 

The expenses on this account have decreased from $1,958,- 
974 in 1884 to $1,732,063 in 1885, or $226,911 being 11.58 
per cent. 

The principal items of decrease are : 


20,453 


“ 








Roepalzs Of UHAGES............00000. sevccsersessecee-cve «++ - 876.325 
Rails, iron 

“* steel 5. 
Snow and ice. removing... ......- ..++.-+++0++ petnet aces 16,746 
Track labor, repairing... ........-...--e0+-eees salu} eons 44 378 


The decrease in repairs of bridges is owing to the fact that 
nearly all important structures are now built of iron ; iron 
and steel rails, on account of decrease in price ; snow and ice 
er, on account of improved appliances for doing the 
wor 

There were used in repairs and renewals for the year : 
4,892,423, tons steel rails, 707,277 cross ties, 140,775 feet 
switch timber, 1,268 frogs, 75 switches, 17.633 pair joints, 
418,019 lbs. bolts, 444,378 Ibs. spikes, 60,000 cubic yards 





The renewal of bridges on Buffalo & Southwestern Division 





cost $20,600, being an extraordinary expense, and incurred 
on account of the very poor condition of that road at the 
time of the lease. 
Maintenance of Cars.—The expenses on this account have 
increased from $900,157 in 1884 to $1,023,566 in 1885, or 
$123,409, being 13.71 per cent. 
This increase is caused entirely by the fact that the car 
equipment had been permitted to deteriorate for several years 
past, and it became absolutely necessary to expend a large 
amount of money to keep it in proper running order—$737, 
662 being expended in repairs of freight cars alone, an in 
crease of $165,955 over the previous year ; $184,089 on re- 
irs of passenger and baggage cars, or anincrease of $26,- 
97. These items are partially offset by large decreases in 
other items. ° 
General Expenses.—The expenses on this account have 
been reduced from $650,164 in 1884 to $510,749 in 1885, or 
$139,415, being 21.44 per cent. 
The principal items of decrease being : 


I n< ktedsse Shab sdd0den. neawhes ceebseenbesheeses cone $28,623 
SSS a eee are ee a 
EE CEE, hic sc bccvesedecpecenencsec. S¥enneusson sous 30,198 
SN Oe MD ask honn0n, denn cevenend enon -ncdasedooan 42,186 


The reductions were brought about by a decrease in the 
salaries and the number of persons employed ; also a reduc- 
tion of the rental of the general offices in New York city. 


TONNAGE AND EARNINGS. 

Merchandise Freight.—This tonnage has decreased from 
4 696,619 tons in 1884 to 4,116,247 tons in 1885, or 12.36 
per cent. 

Theton mileage from 1,118,766,492 in 1884, to982,270, 163 
in 1885, or 12.20 per cent. ; this decrease is mostly owing to 
the fact that this company declined to take through competi 
tive business at rates less than a basis of 13 cents per hundred, 
Chicago to New York, while the rates ruled as low as 10 
cents, and in some cases 8 cents by competing lines. 

The earnings decreased from 0.746 cent per ton mile in 
1884 to 0.704 cent in 1885, or 5.63 per cent. The compara- 
tively small decrease in the earnings per ton-mile is caused 
entirely by this company withdrawing from competitive 
business at rates less than the cost of transportation. 

The classification of freight shows a decrease in lumber and 
products of the forest, owing to the low rates making it un- 
profitable for this company te handle the business, A slight 
decrease in flour and grain, owing to the same cause. A 
decrease in pig iron, manufactured iron, and other manufac- 
tures, owing to the great depression in those industries. 

Coal.—The coal tonnage has decreased from 6,375,319 
tons in 1884 to 6,137,242 tons in 1885, or 3.73 per cent. 

The ton mileage, however, has increased from 676,180,027 
in 1884 to 705,276,525 in 1885, or 4.30 per cent. 

The decrease in tonnage can be accounted for by the great 
depression in all manufacturing business, especially in New 
York state and New England. This state of affairs forced 
our coal companies to market their product at greater dis- 
tances, increasing the ton mileage od materially reducing 
the rate per ton per mile—the average rate being 0.674 cent 
in 1884 against 0.589 cent in 1885, a decrease of 12.61 per 
cent. 

This reduction is augmented by the fact that very large 
sums were paid out during the past year, and deducted from 
earnings in settlement of drawbacks, overcharges and other 
claims, extending back as far as 1879, which were not prop- 
= chargeable to the earnings of the past year. 

assengers Carried and Earnings.—The number of pas- 
sengers has increased from 5,385,669 in 1884 to 5,899,757 
in 1885, or 514,088, being 9.55 per cent. 

The passenger mileage has increased from 169,599,245 in 
1884 to 173,944,161 in 1885, or 4,344,916, being 2.56 per 
cent. 

The earnings per passenger per mile decreased from 2.168 
cents in 1884 to 1.788 cents in 1885, or 0.380 cent, being 
17.52 per cent. In gross earnings from $3,698,890 in 
1884 to $3,106,707 in 1885—a decrease of #592,183, 
or 16.01 per cent., caused entirely by the destructive pas- 
a oe war that lasted through the whole year. 

The earnings per passenger train mile were 97 cents, as 
compared with $1.13 in 1884, a decrease of 14.16 per cent. 
The number of passengers per train increased from 45 in 
1884 to 46 in 1885, or 2.22 per cent. 

The miles hauled decreased from 31.5 in 1884 to 29.5 in 
1885, or 6.35 per cent., caused by the development of the 
local and suburban business. In this connection it is proper 
to refer to the policy adopted by this company during the 
past summer of providing every reasonable facility in the way 
of train service to promote the development of the suburban 
traffic, which has resulted in retaining and satisfying a pre- 
viously dissatisfied suburban population, and has already been 
fruitful of considerable new local] settlements and enterprises, 
with promise of continued progress in this direction. 

The decrease in ssenger earnings can be partially ac- 
counted for by the decrease in emigrant business, owing tothe 
action of the Pennsylvania Railroad Co. on Jan, 18, 1885, in 
reducing the fare to one dollar from New York to Chicago, 
which this company declined to meet. The volume of this 
business on the New York, Lake Erie & Western Railroad in 
past years may be of interest in this connection. 





In 1883, 61,5€6 emigrants, earning.............6. ©. eee $368,410 
In 1884, 35,878 ‘il pn aes 177.841 
In 1885, 8,901 ” aa ° 35,539 


The decrease this year in revenue as compared with 188% 
being 90.35 per cent., and with 1884 80.02 per cent.; in 
number of emigrants carried as compared with 1883, 85.53 
per cent. ; with 1884, 75.19 per cent. 

CONSTRUCTION. 

Ten milesof new side tracks have been built charged to 
construction. The total expenditures for construction have 
been $100,492. 

There was credited to this account for third rail taken up, 
etc., $25,533.46, leaving a net debit to the account of 374.- 
958.93. 

EQUIPMENT. 

The additions to this account were $1,435,195.15, the 
chief items of which were : 

For 2,699 box cars and 300 gondola cars of Car Trus' 


Series B, title to which was acquired.... ....... .. $1,187,845 
er PIIEIIDL Si Sas caesbeescss bensesesesnse oo 75.000 
Narrow-gauging locomotives .........0. ......0-ce0eee 172.000 


To the credit of this account is %99,390, received for 
cars sold, chiefly oil tank cars to the Standard Oi} Co. 

The expenditures on account of real estate were $91,151. 

GENERAL. 

During the last year the cost of moving the traffic has been 
brought down to the very low figure of 0.475 cent per ton 
per mile on freight, being a decrease of 8.48 per cent. as com- 

with the lowest previous year, and 50.42 per cent. less 
than 1875. 

The total cost of freight transportation has been reduced to 
$8,008,261, as compared with 88,259,814 in 1878—the lowest 
previous year since 1874, and a decrease in cost of 3.05 per 
cent. with an increase in tons one mile of 37.79 per cent. 

The total of freight and coal showsa decrease in tonnage 
from 11,071,938 tons in 1884 to 10,253,489 tons in 1885, or 
7.39 per cent. ; a decrease in ton mileage from 1,794,946,519 





in 1884 to 1,687,546,688 in 1885, or 5.98 per cent. 
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The average rate decreased from 0,719 cent in 1884 to | 257.79 in 1884 to $902,310.90 in 1885, or $20,053.11, being COAL COMPANIES. 


0.656 cent in 1885, or 8.76 per cent. 2.27 per cent—the rate per ton per mile being reduced from| The coal companies owned by the New York, Lake Erie & 
The earnings per ton-mile were 0.973 cent in 1878 against | 0.763 cent in 1584 to 0.620 cent in 1885, or 0.143 cent, | Western Railroad Co. have mined during the year the fol- 
0.656 cent in 1885—a reduction of 32.6 per cent.; while the | being 18.74 per cent. 


4 n st. . | lowing tonnage : 
expenses per ton per mile were reduced from 0.674 cent in The coal tonnage upon this line can be very largely in- | 


1878 to 0.475 in 1885, or 29.5 per cent. The earnings per | creased, especially during the season of navigation, provided | 
passenger per mile were 2.188 cents in 1878 against 1.788} this company can receive proper and fair treatment from 


Company For 
supply. market. Total. 








Tons. Tons. Tons. 
cents in 1885, or a decrease of 18 per cent. The expenses per | its Pittsburgh connection. | Hillside Coal & Iron Co. anthracite... 70,189 192.117 ph 
passenger per mile were 1.693 cents in 1878 against 1.527] Pussenger Traffic.—The total number of passengers has | ttre ‘at th ee ar 156,637 989 = 166,62 
cents in 1885, or a reduction of 10 per cent. decreased from 1,348,376 in 1884 to 1,309,297 in 1885, or | “aore S tien eer 111.390 70.476 181,866 

The comparison of the freight traffic of the vear 1873 is | 39,979, being 2.90 per cent. Northwest Mining & Exchange Co. : ; 
still more striking. Inthat year the company earned from| The number of passengers carried one mile, however, has |  bi:uminous and coke.............. 111,608 259,158 
this source $15,015.807 on a tonnage movement of 1,032,- | increased from 65,405,813 in 1884 to 76,690,954 in 1885, or ———— 
986,809 tons: while in 1885, owing to the depressed rates, it | 11,185,141, being 17.08 per cent., caused by an increase in | Total coal and coke............... 485,766 384,190 869,956 


earned but $11,071,700 on a tonnage movement of | through passengers carried. 

1,687 ,546,688 tons. In other words, it did 63 percent. more| The average miles per passenger has increased from 48.5 
work for 26 per cent. less money, because the average earn-| miles in 1884 to 58.5 miles in 1885, or 10 miles, being 20.62 | 
ings per mile were reduced from 1.454 cents in 1873 to .656 | per cent. 

cent in 1885, or 55 per cent., and the average expenses per 


Being an increase over the preceding year of 79,358 tons. 

The Blossburg Coal Co., in addition toits coal lands, oper- 
ates extensive saw-mills from which the shipments of lumber 
during the year amounted to 19,008.645 feet, being an in- 
The earnings have decreased from $1,481,172 in 1884, | crease over the previousyear of 1,282,870 feet. The product 
ton per mile from .933 cent to .475 cent, or 49 per cent. | to $1,294,243 in 1885, or $186,929, being 12.62 per cent. | of these properties is transported over the New York, Lake 
The passenger movement for 1873, compared with 1885,] The rate per passenger per mile has decreased from 2.243 | Erie & Western Railroad and its branches; and, in addition 
shows an increase of 5.6 per cent., while tine money earned | cents in 1884 to 1.688 cents in 1885, or 0.555 cents, being | to the profit derived directly from the operation of the mines 
from this traffic shows a decrease of 15 per cent. 24.74 yer cent. and saw-mills, the New York, Lake Eme & Western Rail- 

The following figures, giving the average number of tons} The passenger traffic on this line is subject to severe com-} road Co. derives a large revenue from transportation. 
per freight train, will indicate one of the important causes | petition from one end to the other, there being little busi- The present annual] capacity of the companies isa total of 
for the decreased cost of movement, and will show more|ness left that can be considered as non-competitive ; the | 1,860,000 tonscoal and coke and 20,000,000 ft. lumber. 
forcibly than anything else the value of the consolidation en. | earnings per passenger train-mile being $1 per mile in 1885 








gine, and the importance of still further efforts to increase | as compared with $1.05 in 1884, while the average number on — re 
the number of loaded cars west-bound. of passengers per train increased from 43 in 1884 to 53 in| Mr, Felton’s report says in conclusion: dt 7" 
Average number tons per Freight Train 1885. The year just closed has been the most serious in the his- 
re : . ite . GENERAL. tory of this company, as far as the rates obtained for trans- 
i vane. aoe "oe, meee. . are is : = portation, both passenger and freight, are concerned; but, to 
6 eee 1880 renee **" O10 | 19884. % The operations of this property, while entailing a loss upon | meet the situation, the most rigid economies have been en- 
Re. ee cam aene 8. oc ommehegee co the New York, Lake Erie & Western Co., under the lease, of | forced. so that the cost of moving the traffic has been re- 
1878 ...<:.. .ccs 369 | 3682........ .... 228 $239,820. have been conducted with great economy, and, | duced to lower average figures than have ever been reached 


se adi Bias : . ler any reasonable rates, would have been a source of | before, and the results will compare favorably with those of 

A fair idea of the very low rates and cost ruling during | UUGCP 42 wae sae , . ‘s 5 ‘ Pp a y ‘ 
the past year can be Obtained f soon the fact that it was neces- a The expenses per train-mile were reduced to the very ' any of its competitors. These economies have been brought 
sary to haul a ton of treig ht 152 miles to earn one dollar | © tigures ot 74 cents for freight and 58 cents per passenger | about by an increase in the train load, by the use of heavier 
eater — . . ‘nin-mile : 2 Cost Der aT" ile . . . | ancinee - « dotarminoe i, 3 
while a ton of freight was hauled 210 miles at a cust of one | @i2-mile ; the cost per ton per mile to 0.409 cents, a de-| engines, and by a cetermined effort on the part of the oper 






















































datas oa of 13.35 per cent. as ee a the — year. | ating officers to reduce to the lowest possible point the move- 
Pe ae ie ee = The cost per passenger per mile was 1.098 cents, a decrease | ment of empty cars, by abohshing all unnecessary offices, 
NEW YORK, PENNSYLVANIA & OHIO RAILROAD. of 25.56 per cent. as compared with the previous year. The | and by the reduction of force everywhere to meet the falling- 

The earnings of this line were : average tons per train increased from 165 in 1884 to 182 in| off in business, ; 

From r 1884 1885. Inc or Dec. P. c. | 1885, or 10.30 per cent. These results will compare favor- ‘*The condition of the lines owned and operated by this 
General freight. .. ..$334',300 $2,654 773 20.59 | ably with any lines similar in their operating conditions, and | company is excellent—most of the bridges being iron, the 
cE vet teens ; pong ery : par gee 12 G» | Indicate that the property cannot be worked under the lease, | main lines all laid with steel, the last of the broad gauge 
ate 2 91995 45 in times of depression like the past year, without a loss to this | equipment out of service, and the third rail out of use. 
Express... . ........ 94'909 91022 4.1y |company. : : ** Some expenditures should be made this year for the pur- 
Miscellaneous... : 58.746 487 1. The judicious course pursued by the President of the New | pose of introducing facilities for handling the business, the 

——-- =  —-  — S  — —— —- —— | York, Pennsylvania & Ohio Co., in encouraging the —— most important being the improvement of the Twenty-third 

Totals.............. $5 909,498 $5,065,161 D. $844,336 14.29) ture of the amounts advanced by that company for reducing | street property in the city of New York. This improvement 

. Expenses. grades and increasing facilities ina way that will, at the same | will cost about $50,000, and will yield a handsome return in 
Cond. transportat’n..$1,824,414 $1,526,667 D. $297,747 16.32] time produce economy in operation, will ultimately place | net earnings, besides changing an unproductive property, 
Motive power ........ 1.424.269 1,198,793 D. 225.476 15.83] this property in a position where it can be operated at a} and one which isa burden now, into a valuable addition to 
Maintenance of way.. 643,594 636,982 D. 6,412 1.00 | lower cost. our terminal facilities.” 
Maintenance of cars.. 347,17 232.207 D. 64.269 18.49) —__ $$$ — sinlepiscmmaaneesantit _— 
General e ns ae 9,496 39,18 x .299 20.8 a ee ee ae Gee Wo ——— 
eneral expenses... 40,406 8=90,108 D. 10,200 20.61 FINANCIAL STATEMENT. } saute 
Totals... ..........$4,288,740 $3,683,937 D. $604 803 14.10 The Comptroller’s report gives the general balance sheet as'| (,,,.; of Road and Appurtenan- 
TS aprceeiag ganic ee Agee Bear follows 3 oe 7 : ¥ 

Net earnings ..... $1,620,758 $1,381,224 D. $239.534 14.78 Liabilities ee i hee 
ental ys. va cxsencee $1,89'.039 $1,621,045 D. $269,995 14.28] Capital Stock a ee wmaheikesse ee 
, ace 2 MIAN, 2 .c> <ciawad crexascoe nen $77.223,101.00 fomanianaweiatins. ©" 4.901.541.09 
Ve Ss OT0.%% 289 RO ~ ; Ee > Aramis Ss ote seus ” “ Us 
ee prod les ae es $: yl D. 990,46) 0.16 Preferred ....... vssseee  8,145,800.00 Betterments to branch lines..... 582.906.62 

i oe a se = ot ; = SS Third rai RE RES 93 3 
EXPENSES. Total capital stock...... a Bh $85.358,900.00 eat ees ie 5.294 5 
O he. “ans , . Sse —_ a eniniie Funded Debt. eS Re Oe a er 674,803.03 
oniueting Transportation, Passenger.—The expenses | « 0) ponded indebtedness. .... 75.268,485,10 | Elevator at Buffalo.....20. 0... 205,542.87 
under this account decreased from $465,034 in 1884 to} “‘porerred Liabilities | Lehigh docks at Buffalo...... .. 137.963.72 
$381, 738 ae 1835, ee $83.296, being 17.91 per cent. Amounts due our own coal E: ie coal docks at Buffalo... .. 158,344.52 
Che principal items of decrease were: companies, etc... ... nae $249.241.24 Sbip basin and docks at Jersey : 
Wisthaaeee. .. ccccscosnccr $3,975 | Foreign agencies........ 31,524] Overdue coupons on second CHEV... + nocsee sone coos so 214,528.77 
Car service... . ......... 5,042] Loss oat damage pee eRe . 5,033 consolidated bonds, viz Weehawken docks at Jersey City 40,727.49 
Conductors....... ..... .. 9,196 | Switchmen.............. 4,557 | Dated June 1, °84...$1,007 New York & Fort Lee R. K 25,346.45 


Dec. 1, °84... 1,007.92 
June 1. °85... 1,007,92. 
Accrued from June 


Improvements at Union Stock 


The decrease in conductors, brakemen and switchmen is Yards, 4(th street, New York 


caused largely by a decrease in train mileage; car service, 












































HBT An ivassporeasey 4o5e% : 31,565.92 
from the same cause; foreign agencies, by a reduction in 1, °85, to Sept. 30, Union Bolt Works property, _ 
commissions paid and a curtailment of outside agencies. BN. iv das occkuce 671,948.00 PRUNSON. 5 o.cesene 5-ssnsbe we 4,648.27 
Conducting Transportation, Freight.—Theexpensesunder | a” ER Amonats paid on acount of |. 279.68 
this account decreased from $1,359,379 in 1884 to $1,144,- | Bills a ee by moert- 21.00.00 equipment... .....-. eee. sees ee 
928 in 1885, or $214,450, being 15.78 per cent. euadees..... s ; sete 8 ie en ee 98.069.02 Total cost of road and appur- 
The principal items of decrease were: slammed OTE ae ees se ee $165,640,559,.05 
Brakemen.............. $40.211 Loss and damage...... $11,838 | Total deferred liabilities... 4,064,024.26 . — 
Car service............. 16.839 | Rents............ ...... 6,747] Current Liabilities. Investinents. 
Clerks ................. 11.094 Stationary and printing 4,087] Loans payable........ .......... 1,819,131.06 Stocks of other companies...... $3,035,.315.49 
CORI: i6 scccevnsn 17.678 Repairs of stations ... 9,695 | Bills payable........ pleas aetes 8 7 12.716.13 Bonds of other companies ... .. 293,819.60 
Foreign agencies...... 39.391 | Switchmen ....... .. . 26,469] Dividends. ...... a eae 7,632.00 ae 3.327.135.09 
Labor at stations...... 6,546 Interest on funded debt: 
; : >t 317 Advances. 
The decrease in conductors, brakemen, switchmen, and car pods | he pale eh af “ Pig 
service is caused by a reduction m the train mileage; clerks pe: 616,606.14 N. Y.. L. E.& W. Coal & Rail- e ov 
and labor at stations, by a decrease in tonnage and the | Interest other than on the bonds snare ge ee $1,978 989.31 
enforcement cf rigid economies: foreign agencies, by a of the company : ipa - MOCES & Imp. 433,847.98 
large reduction in the expenses of fast freight lines. Due and unpaid. .... $82,590.00 Other companies... 2. 22.722. 389,321.41 
Of the $225,475.61 decrease in motive-power expenses, | Accrued but not due, 148,788.86 | 3 ig Sage een igs seats ae 2,892,168.00 
$117,505 was in cost of coal for locomotives, due eesti toa] pentais of leased linen: aaa . 
decrease of nearly 6 per cent. in the quantity used, but | pue and unpaid. ....$179,721.83 Current Assets. 
chiefly to a decrease from $1.57 to $1.23 in the cost per ton. | Accrued but not due. 234,854 79 N.Y., Penn. & Ohio Co., for 
largely due to the use of run-of-mine, nut and slack coals in- ae See 414,576.67 permanent improvements and 
stead of the screened lump coal formerly used. The other | Traffic’balances: betterments under the lease.. $3,640.42 
chief items of decrease in motive-power expenses are |_ Freight. peepee | —_ receivable. . Weare oe 27,496.96 
$45,966 in repairs of freight engines (but an increase of | Due other roads. .$305,496.22 Materials and supplies on han¢ nt ; 
87.734 in repairs of ssenger engines) 1 of $86.741 i Less due from other at shops and on road.... .. ; 956,936.64 
87,734 in repairs passenger engines) and of $36,741 in] “Toaas... 60.618.90 Due from freight and passenger 
engineer's and firemen’s wages. 244,877.32 agents and others for freight 
The engine mileage was : Passenger. and passenger transportation 
$5 1884. Decrease. Pc. | Due to other roads..$240,681 65 FO anata in October).... .. 1,6°8,937.98 
6,296,398 6.942, 645,7 9.3 | Less due from other | Miscellaneous — 
; ep age age io By roads... .......+. 100,724.12 Due from various 
A decrease of $24,611 in car repairs is attributed largely ene 139,957 53 individuals aud 
to a decrease in car mileage. There was also a decrease of} Mileage. companies for 
$27,841 in expenses for renewals of freight cars. Due to other roads..$208, 180,39 proportion of re- 
The ouly considerable decrease in maintenance of way ex-| Less due fromother — | Dates, 1A00L, MA ono 
penses is $48,957 for repairs of bridges; there was an in-} "08dS....-. -...-+ 73,851.82 190:990.87 Boy —— 250.21 
- eatin —e in cost of -_ bin More mg of -—~ Pay-rolls for September (paya- to individuzls 
— Mane 2 ay is generally muc tter than at the able in October)........ a aes 858,126.30 and companies 
close of the previous year. Audited vouchers for supplies. on similar ac- . , 
TONNAGE AND EARNINGS. ete : counts.......... 41,757.4 
Merchandise Freight.—This tonnage has decreased from | September vouch- - ———— 497,492.80 
3,650,649 tons in 1884 to 3,010,274 in 1885, or 640,375, |, FS soo gs gas S008. _ <= 
being 17.08 per cent Cool Ma ak ier as 
The ton mileage has decreased from 588,282,206 in 1884 ee vn Se so = 959.883.22 OPO ne $134.672.70 
to 548,812,682 in 1885, or 39,469,524, being 6.71 per cent. | Miscellaneous. ...............--- 308,381.07 | On deposit in Lon- 
The decrease is caused by this company declining unprofitable a N don to pay cou- Pas 
business and by the great depression in the iron trade in the Total current liabilities..... 6,447,600.87 SS eae 9,247.46 i 
p Soeee and Shenango valleys and at Pittsburgh; the Total Yiabilitie: $171.149.010 23)| a 143,920.16 
decrease in pig and bloom iron being 52,469 tons. or wet reabiesae: sygsraipg wewS aah SPEARS ERS ESOS OO age = oan 9 3.938.492 
23.63 per cent.; manufactured iron, 60,145 tons, or 22.61 Asse ssments and Income Bal Totol current assets...... nese .238,424.96 
per cent.; other manufactures, 34,702 tons, or 16.84 per J Total® assessment $3,284,451.47 Contingent Asset. 
ieee ~ 2 y ’ hed Sy = . ssess Di ovisbé8s006c0 OS, 401.96 . Tas - 6 
cent. ; iron and other ores, 177,744 tons, or 29.27 per cent. Profit and loss: Marine eine _—_ ess ase = —s 
_ The earnings per ton per mile decreased from 0.567 cent | Surplus Sept. 30, 1885 ........ 4,511.723.52 | ee ee tae porn 508.043. 4D 
in 1884 to 0.479 cent in 1885, or 0.088 cent, being 15.52 per | Sinking fund, prior lien bonds.. 100,000.00 NY L & W. Coal & Raii- tine A) 
cent. This was caused principally by the very low through 37 896,174.79 || toad Co (op-rating and in- 
rates, both east and west bound, also by a decrease in local} ,.. aii aie | terestaccount)........... .... 223,771.90 
rates west bound, caused by increased competition. Discount on stock || Sundry individuals and com- F ae 
Rey pena has increased from 1,497,011 tons in| and bonds....... .$745,838.10 fag otatons: kretinte 393,605.13 
884 to 1,696,207 tons in 1885, or 199,196, bei 3.3 issions : a = aera 
cent. cor 196, being 13.31 per yr nore hd ! Total contingent assets.... 3,121,239.82 
The ton mileage increased from 115,660,251 in 1884 to| img New York & 78.129,526.99 
rA — ’ oP i ; } RD I aks. nee aia cs einendcale, wsenscees 178, 129,526.92 
145,419,557 in 1885, or 29,759,306, being 25.73 per cent.| Erie, Railrosa — ens 


osha iba iy page dee - foo — _ snap eg cairo, Magee? 169,820.00 915,638.10 6,980,516.65 | The funded debt remains unchanged from last year, as 


i > ! —__ _ —__ —_—_-_—_|| stated in the President’s report, where also the changes in 
owing to the severe competiticn, only increased from $882,- ' $178,129,526.92'! capital stock were noted. 














